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CHAPTER I: INTRODUCTION
Overview
Community-based redevelopment of Albuquerque,
New Mexico’s twenty-seven acre Barelas Rail Yard site
represents one possible outcome of the ongoing
redevelopment process. The neighborhoods adjacent to
the redevelopment have representation on a Community
Advisory Board that oversees the selection of the
eventual developer. However, the neighborhood
residents participating in that Board maintain rigid control
over the narrative about their neighborhoods’ relationship
with and vision for the redeveloped site. This thesis uses
semi-structured interviews with neighborhood residents
to reveal visions and concerns about the future of the site
from beyond the small circle. Analysis of the themes,
dilemma and ideas raised by the interview process leads
to four case studies that demonstrate how other
communities have responded to redevelopment
proposals that would significantly impact their
communities. Building from the interviews and the case
studies, I provide recommendations for discussion and
coalition-building that would connect community

Figure 1: Context
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stakeholders and augment existing social capital networks. The
recommendations would allow neighborhood residents to better navigate a
complex political landscape and influence the redevelopment of the site.
Such a process could assist the community in bringing together multiple
visions of renewed activity on the site that respects the cultural and historical
relationship to the space while doing no harm to the surrounding neighborhoods.
This network of new participants could be brought into a community-based
redevelopment effort that expands the focus of the redevelopment effort beyond
the profit-driven approach of contemporary projects.

Why the Rail Yard?
The story of the Rail Yard and the surrounding communities is one of
transition: from an agricultural community, through the Barelas Rail Yard's
function as a site of industrial production, to a languishing relic and currently as
an urban redevelopment project awaiting implementation of the multiple visions
for its future use. Along with the railroad, the site represents the hearth of
Albuquerque’s growth. The Rail Yard’s industrial cathedrals are one of a handful
of historic buildings that remain standing in the downtown area and these
structures connect the surrounding low income neighborhoods to a time of
prosperity. Connection to this identity is
The redevelopment process is a confrontation between the social capital
of the neighborhood residents and the social capital of pro-growth proponents.
The struggle is complicated by the fragmented local political relationships within
and between leadership of the Barelas and South Broadway neighborhoods.
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Beyond the leadership in the neighborhoods and formal political leadership in the
city and state level, the lives of thousands of households will be impacted by the
redevelopment of the Rail Yard. Although redevelopment of these buildings can
follow any number of possible paths, contemporary urban redevelopment tends
to follow a prescriptive path focused on the creation and implementation of public
incentive to finance private profit. If the Rail Yard follows a similar path, then the
gentrification already occurring in the disinvested neighborhoods surrounding it
may take a more aggressive form. If residents are displaced, their physical
connection to an important identity will be severed.
The neighborhood has a place at the table, with several residents serving
on the Community Advisory Board; however, the opportunity to reshape the
discussion about the site is lacking both an understanding of neoliberal
redevelopment structures and strong grass-roots participation in the community.
Without understanding of the local infill growth coalition’s ideology and
methodology to facilitate urban redevelopment, the scale of the opposition may
be misunderstood and opportunities to leverage public investment may be
missed. Without widening the base of support, I believe the limited number of
residents on the Board will be relegated to negotiating minor details, with the
most substantive aspects of redevelopment left for more powerful actors. The
stakeholder assessment offers an array of possible discussion points that could
draw more members of the community into active participation in the
redevelopment process that could pay larger dividends than the current
participants can generate.
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Key Findings
Redevelopment of the Rail Yard is part of historical and political-economic
process that cannot be understood without understanding Albuquerque, New
Mexico’s historic and contemporary growth. Decades of suburban expansion
lead to disinvestment in the downtown area, a trend that has begun to change
since the passing of the Downtown 2010 Sector Plan. This shift in the focus of
growth in Albuquerque is part of ongoing local, national and international efforts
to profit from redeveloping disinvested real estate. The redevelopment of the
Barelas Rail Yard and similar projects from around the country fits within the
context of renewed interest in growth in the downtown area and, specifically,
converting vacant building into new adaptive reuse projects. These projects often
create a new kind of publically subsidized gentrification into low-income
communities.
The Barelas Rail Yard is a continuation of the historic trend of capitalism,
which creates and exploits uneven development. The macro-scale trends of
international capital and neoliberal regimes of accumulation influence the day-today lives of residents in subtle and not-so-subtle ways. However, the threads
connecting these complex processes to daily life are not necessarily apparent
during the struggles of neighborhood activists and residents to influence
redevelopment projects in their neighborhood. Fluid international financial capital
flows back into previously developed landscapes to generate new projects that
can deliver a return on the investment. Like other forms of growth, the
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opportunity to redevelop the Rail Yard presents itself to those who a vision for the
end product and the capacity to access and influence decision-makers to
implement the vision. Redevelopment will create lasting impacts on the
community, which explains why members of the community demand being at the
table shape the outcome of the development and ensure the stories of Rail Yard
that are yet to be told have a local voice.
According to my analysis of the interviews:
A successful community-based process is possible.
Redevelopment should leave the neighborhood a better
place.
The interviews provided a number of visions and desired
land use outcomes.
Providing safety is crucial to current residents and
redevelopment.
Prominent Ideas that surfaces during the interviews include
“tiered-claims” on the site, the need provide amenities and
“do no harm,” the site is a “nexus” or central place, provide
open space.
Dilemmas that will challenge the redevelopment process
from the interviewees’ perspective include the eventual
users of the site and the relationship of the site’s past and
current identity to the future identity of the site.
Table i: Summary of Analysis

How to use this document
After the Introduction, the next chapter is the Methodology. This chapter
describes the limited stakeholder assessment I used to determine if there is
sufficient common points of interest among residents and community activists to
proceed with a broad, community-based redevelopment process that shapes the
redevelopment of the Barelas Rail Yard. Residents and community activists living
and working within the Barelas and South Broadway neighborhoods were
interviewed with a semi-structured survey instrument that sought connections to
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the site, visions for redevelopment and the individual’s capacity to achieve that
vision.
Chapter Three, the Literature Review, places my research in the context
of relevant research. This discussion covers the production of space; Fordism,
Post-Fordism and urban growth under each paradigm; contemporary
redevelopment discourse on the intent, claims and outcomes on redevelopment
projects; criticisms of Post-Fordist redevelopment and social responses to this
kind of redevelopment. The discussion of the political economy of growth
includes growth machine theory, growth regime theory, regulation theory and
growth coalition theory. Each element provides context for discussing the
development, power relations and prospects for redeveloping the site.
The Chapter Four examines Albuquerque’s growth as a city from the
arrival of the railroad in 1880 to 2010; after the site became a city-owned
redevelopment opportunity. The growth of the city and the site-specific history of
the Rail Yard create the context for Chapter Five, which presents the analysis of
the stakeholder interviews. The responses are organized into Themes and
Dilemmas, as well as Prominent and Unique Ideas. Chapter Six connects the
Themes, Dilemmas and Ideas presented by the interviews with four case studies
that show how other communities have responded to similar redevelopment
efforts. This chapter also directly connects elements of the Case Studies with
specific Themes, Dilemmas and Ideas from the Stakeholder Assessment
interviews. Chapter 7 provides Conclusions and Recommendations for the
community to pursue. This chapter outlines topics for a community-based
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redevelopment process, including how to build on Themes, resolve Dilemmas
and pursue specific Ideas presented during the interviews that build the capacity
of local organizations, develop a community dialogue and engage the ongoing
redevelopment process.
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CHAPTER II: METHODOLOGY
Introduction
This section presents the methodology used to determine if there is
sufficient common ground among stakeholders outside of the existing
redevelopment narrative to proceed with a broad, community-based
redevelopment process that shapes the redevelopment of the Barelas Rail Yard.
Participant observation in the community led me to believe that a stakeholder
assessment would be beneficial to the neighborhoods adjacent to the Rail Yard.
The research relies on semi-structured interviews with questions designed to
elicit residents and community activists’ understanding of the site, their vision for
redeveloping the site and their capacity to implement that vision. Interview
participants we selected based on prior
experience in the community and snowball
sampling lead to additional participants. The
result of this process is a limited stakeholder
assessment that articulates the visions, themes,
dilemmas of neighborhood residents and
neighborhood activists working in the
neighborhoods surrounding the Barelas Rail Yard.
Figure ii: Sample Area
Figure 2 shows the sample area.
I worked in the community from 2007-2008 in three roles. First, as a
Graduate Assistant for Professor Ric Richardson and subsequently as a Project
Assistant for both the UNM’s Resource Center for Raza Planning and UNM's
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Design Planning Assistance Center (DPAC). This experience in the community
demonstrated that although the individual members of the community voiced a
number of visions for the redevelopment of the site, a few individuals controlled
the public narrative that reached elected officials, public officials, development
professionals and outsiders. In my opinion, those controlling the narrative had
both a limited understanding of the complexities of contemporary urban growth
and redevelopment and a limited capacity to achieve their redevelopment
narrative.
Given these constraints, I believe that if the individuals proceeded with
their tactics, then the ultimate redevelopment would be detrimental to the
residents of surrounding communities. By interviewing people who live and work
in the Barelas and South Broadway neighborhoods who have limited influence on
the established narrative, I intended to identify points of discussion that, although
outside the current narrative, could be the starting point for a community-based
discussion of the redevelopment of the site that would guide the eventual
redevelopment effort. The expanded discussion could engage more members of
the surrounding communities and allow more residents to take ownership of the
redevelopment process.

Survey Methodology—Snowball Sampling within a Cluster
Sample
The eight semi-structured interviews generated qualitative data using a
cluster sample method to identify a specific area from which to draw interview
participants. Within this area, the method used a snowball sample technique to
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locate people with knowledge or experience relevant to the research. The initial
design proposed twelve semi-structured interviews with residents, activists and
leaders in the cluster area, the neighborhoods adjacent to the Rail Yard. At the
conclusion of each interview a request was made for recommendations for other
people to contact. From these initial participants, the survey could expand to
include others recommended by the initial participants. In some cases
interviewees then suggested individuals who could be considered untapped or
hidden stakeholders or occasionally multiple interview subjects mentioned the
same individual.
I chose to limit the potential interviewees to those who live and work in
Barelas and South Broadway neighborhoods. First, having worked closely
residents and members of community groups in the Barelas neighborhood, I
recognized divergent points of view from the formal narrative. I requested these
individuals and groups participate in the limited stakeholder interview process
that these nascent points of view had been excluded from the narrative and
might be further subsumed in a complete stakeholder assessment. Second, the
intent of the thesis research is to provide a path for a community-based
redevelopment process. Given that I perceived a lack of understanding about
redevelopment and limited capacity to influence the Rail Yard process among
current neighborhood stakeholders, conducting a complete stakeholder
assessment could embolden development interests to pursue an outcome that is
detrimental to the residents. Third, this assessment excludes members of the
infill growth coalition and other powerful economic and political actors within the
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Albuquerque metropolitan region. Avoids bringing such groups into direct conflict
with the neighborhood residents, and I believed it would allowed me greater
access to community members if they understood that the benefits of the
research would accrue to them and not be used against them by outsiders.

The Survey Instrument
The purpose of the interviews is to understanding, vision, capacity of
stakeholders can be used to to shape the redevelopment of the site. I worked
with my Professor Richardson to develop questions that would elicit the
interviewee’s connection to the site, the vistion for redevelopment and the
capacity to achieve that vision. The specific instrument is included in Appendix A,
however, the instrument broadly attempt to answer the following questions:
•

Who are the community-based stakeholders in the redevelopment
of the Barelas Rail Yard?

•

Is redevelopment of the Rail Yard desirable?

•

What are the connections to the site, the visions for redevelopment,
and capacity of the interviewees to achieve that vision?

•

Do other individuals and groups share the connections and visions?

•

Can these individuals and groups work toward points of common
interest?

•

If collaboration is beneficial, what are the next steps for
stakeholders?
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The stakeholder assessment involved open-ended interviews with the goal
of allowing participants to discuss their understanding of, vision for and capacity
to redevelop the site. The interview consisted of two parts, and IRB-compliant
Interview Consent Form and nine question interview. The Form introduced the
research project and purpose of the activities, laid out the format of the interview,
explained potential risks and benefits of participation and described how
anonymity would be retained. The interview loosley followed a script, with nine
question and sixteen follow up questions that elicited more detailed responses
from the participants.
I conducted formal interviews with eight community leaders, residents and
community activists in the Barelas and South Broadway neighborhood. For each
interview, I obtained verbal and written consent after explaining the purpose of
the interview. If consented to, the interviews were recorded using a digital
recorder, which was supplemented by note-taking. The sequence and length of
each interview varied, depending on the subject’s responses.

Limitations of the Sample
Unfortunately, not all of the initial twelve interviewees chose to participate.
However, no request was ever directly refused; participants either did not arrive
at the time and location they had requested for the interview or did not respond to
interview requests. This attrition reduced the sample size in half. Eventually, the
survey methodology led to interview eight stakeholders from two broad
categories: members of community-based organizations and residents. As noted
in Section B, the sample intentionally excluded stakeholder assessment
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traditional participants out of the process. Members of the infill growth coalition,
elected officials, public officials, development interests did not participate.
Members of institutions surrounding the neighborhoods, such as the National
Hispanic Cultural Center, the Zoo, and schools also did not participate. In
addition, the survey process also omitted a number of community voices from the
thesis research.
Spanish-speaking residents were not included. These include both recent
immigrants to the neighborhood and long-tenured residents. The recent
immigrants from Mexico had not participated in the outreach activities facilitated
by the UNM and, based on my experience, seem to live a separate existence
within the neighborhood boundaries. Also, I cannot speak Spanish and had no
access to their networks. Business owners were selected in the sample but never
participated in interviews. Residents from the Downtown or EDO neighborhoods
were not selected as they are not immediately adjacent to the site.
As a result of these omissions, the interviews do not offer a holistic representation
of the neighborhood or a complete assessment of traditional participants in the urban
redevelopment process. These limitations also suggest the challenges of conducting a
stakeholder assessment without authority from political leadership. Without this
legitimacy, residents are less compelled to participate. However, the small sample size
represents community activists and artists gentrifying the community extremely well.
These groups have been excluded from the formal community narrative and represent
untapped assets for the community-based redevelopment process.
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CHAPTER III: LITERATURE REVIEW
Introduction
This section describes and categorizes literature relevant to understanding
the context for the community-based redevelopment of the Barelas Rail Yard.
First, this includes a discussion of social production of urban space. Second, a
review of urban growth, the governance systems that creates the conditions for
growth and the spatial patterns emerging from these systems. Third, the national
and international policy frameworks that facilitate local urban growth are
examined. Finally, literature about local responses to the shift from Fordist
urbanism and toward Post-Fordist entrepreneurial cities is described.
Interconnected phenomena spatial use, history and culture are reviewed.
Connections are made between macro-geographic movements with the microgeographies of this specific place. Understanding the interaction between
different scales is crucial to understanding transformations of urban space in
Albuquerque and the neighborhoods surrounding the Rail Yard.

Understanding Space
Postmodern sociologists and geographers investigate the nature of space
and the transformation of urban space. Ed Soja, Manuel Castells and David
Harvey provide different theories about space that provide an understanding of
how and why residents can act to influence complex urban system cities and the
influence of national and international scales on cities. For these theorists and
for the residents of the neighborhoods surrounding the Rail Yard, space is the
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arena of struggle over form, meaning and use. The redevelopment of the Rail
Yard exemplifies this struggle in a number of ways.
This section begins to place the site into spatial, social and historical
context. This context includes the contestation over the outcome of
redevelopment by multiple groups. The struggle makes more sense when
understood as a Post Fordist reinvestment and redevelopment of a Fordist
space; a structure built with a set of values and intentions will be recreated for a
new era. The outcome of the Rail Yard’s redevelopment will include the values,
uses and users of the space are of critical importance to those interviewed for
this thesis.
In Thirdspace, Soja builds upon Lefebvre’s’ work and presents “an
interdisciplinary idea of space, history, and society….” (Soja, 1989, 2). By
connecting these three concepts, he believes research can value and connect
macro-geographic trends with the micro-geographies of a place. Combining
space, history and society in this research adds to my understanding of the
space of Barelas and the Rail Yard articulated by several interviewees. The
following chapter details the Rail Yard and the history of urban growth in
Albuquerque in order to place the defunct Rail Yard within the course of the city’s
urban expansion. Society is examined through interviews of a sample of
residents and community activists in the neighborhoods surrounding the site as
well as the Post Fordist context for urban redevelopment and the case studies of
other communities responding to similar redevelopment efforts. Together, these
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elements provide a better understanding of the context in which redevelopment
will take place than if the thesis relied upon one approach alone.

Capitalist Space, Uneven Space
At the heart of urban growth is an intertwining of the capitalist systems
ability to produce wealth and to secure the structural change necessary to
increase the production of wealth. Soja also presents four historical, uneven
geographical relationships created by capitalism that help understand capitalist
space as inherently uneven. In Barelas and Albuquerque, we see the landscape
impacted by the urban/agricultural and the Imperial/colonial dialectics. At the Rail
Yard, as period of Late Capitalism narrowed the investment focusing on the most
profitable growth sectors than offered by the site. Today, redevelopment
emphasizes the real estate investment typical of fourth dialectic described in the
text, which refers to the flexible specialization recognized as part of neoliberal
globalization.
Sociologist Manuel Castells discusses a new Post-Fordist mode of
development, “the space of flows,” (Castells, 1996, p.307) the linkages created
by the electronic communication technology and high-speed transportation
networks. These flows connect the powerful command and control centers of the
Post-Fordist world with the less powerful peripheral space. This connection
disrupts natural human experience and often overwhelms local practices. If
unchecked, decisions about how to redevelop the Rail Yard will reflect the vision
and values of the dominant groups, profitability. Residents and stakeholder in
the case of the Barelas Rail Yard can look to the case studies presented in
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Chapter VI to better understand how other communities have organized to resist
the dominant flows and reinforce or recreate local redevelopment practices that
benefit their community.
Geographer David Harvey’s research focuses on the changes in the
creation of space and spatial practices that have occurred as a result of the
unraveling of Fordism and emergence of postmodernism. In a direct reaction to
the compression of space and time enabled by the telecommunication
technology necessary for the control of vast production territories of flexible
accumulation and the space of flows, some communities have initiated “regional
resistances” (Harvey, 1989, p 303). These movements focus on place-specific
identity, local autonomy and a rejection of the commodification of their local
tradition and culture. As in the case of the Rail Yard, the spatial practices of
these regional resistance actors are essential to their preservation of identity.
Although, Harvey does not believe the resistance has much chance for success
against the spatial practices of the capitalist hegemony, the case studies
presented later in this document demonstrate the potential for success.

Fordism
Harvey defined Fordism as a “set of labour control practices, technological
mixes, consumption habits, and configuration of political-economic power that
enabled the economic growth after World War II until 1973. This system relied
upon laborers’ willingness to work in the “assembly-line system” and more
importantly, allowed workers sufficient time and income to consume the products
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of the system (Harvey, 1989, p.126). Schumacher and Rogner observe the logic
of Fordist mass production and the impact of that system on urban space. The
progression of the system’s impact begins in 1914, when Taylor’s principles
facilitate a shift from artisanal production to the scientific management of work,
increasing the efficiency of both individuals and the system in which they
operate. Within this system of production and social relations, architect Albert
Kahn’s provided an architectural form and spatial organization for factories,
which is seen in the design of the Rail Yard site and individual buildings. His
designs offered space for functional adaptation of a single style of building to
varied production lines. The techno-spatial system then transfers from a single
factory to a factories complex. The site witnessed this transformation with the
demolition of the single Round House structure and construction of the collection
of repair and machine shops currently standing. Subsequently, the principles of
production complexes are applied at a regional and national scale. This
expansion of production accounts for the selection of Albuquerque and other
cities as sites of railroad production (Schumacher and Rogner, 2001, p. 2).

Shift from Fordism to Post Fordism
The Fordist mode of production and social relations has seen “rapid
change, flux, and uncertainty” since 1973 toward “flexible labour processes and
markets, of geographical mobility and rapid shifts in consumption practices,”
(Harvey, 1989, 124). The affluence of some segments of the workforce led to
market stratification, undermining the economics of mass production. As mass
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markets saturated with existing products, segments earning higher incomes
became potential markets for producers to sell specialty and luxury goods.
Selling to these discrete markets offered with higher profit potential than existing
mass markets. New technologies enabled the shift in production at two distinct
scales. First, small batch production fulfills stratified markets and utilizes flexible
production. Second, central command and control functions directed
decentralized processes over larger and larger distances.
Within the Fordist system in the United States, political and financial
turmoil, including problems with the international exchange-rate system, the oil
crisis and a worsening recession in 1974 followed. As a result, working class
organizations, wages, and standards of living eroded. Production processes
shifted from national firms to multinational, transnational and international firms in
order to achieve economies of scale in production for stratified markets. Formerly
national financial markets were globalized, integrating production and
consumption and enforcing changes in national economies. Such changes
include austerity programs, privatization of state industry, and dissolution of
welfare state programs. In addition to these Post-fordist features, collective
bargain agreements are dismantled in favor of flexible arrangements. Harvey
documents an important consequence of the shift, capital investments seeks out
those urban centers which embraced emerging sectors in the new economy
deemed profitable by the Post-fordist command and control apparatus, including
real estate development projects (Harvey, 1989, 294). Others cities failed to
make the transformation.
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The processes of globalization “generate geographically specific, highly
uneven, concrete outcomes” (Dicken, 2004, p. 16) across the entire network.
Therefore, the overlapping political, economic, and cultural dimensions of
globalization have consequences as they reach into cities not directly within the
highest levels of the “space of flows” described by Castells. These new spatial
forms also represent a shift from local or regional control and management of
production and financial markets (Sassen, 1991, p. 324).
Although all cities “accumulate and retain wealth, control and power
because of what flows through them” (Harris and Ullman, 1945, p. 67), the
degree to which cities operate within a global network of trans-national processes
has changed dramatically over the past forty years. Previously, the Fordist state
could intervene in the market to ensure public goods, including infrastructure,
and minimum standards for housing and workplace conditions. In response to
the crisis, new regulatory processes, new regimes of accumulation and new
urban forms that would continue to facilitate growth emerged. The more
neoliberal system tends to “operate as if the borders were not there” (Taylor et al.
2002, p. 3) and exposes previously sheltered areas, including those surrounding
thhe Rail Yard, to the market. Participants in community-based processes must
understand that most of the capital necessary to fund redevelopment will come
from private investors seeking a return on investment. Without a specific reason,
these groups will likely see local residents simply as a potential market.
The above process simultaneously shifts traditionally national regulatory
power to both international/transnational agreements and to local jurisdictions
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and government structures (Hackworth, 2007, p. 12). Known as Glocalization,
the process tends to localize responsibility for social welfare provisioning, while
shifting state-like power to international institutions and agents that tend to
facilitate capital mobility (Hackworth, 41). At the municipal level, the policy
framework includes "reduction of public subsidies and regulation, aggressive
promotion of real estate development, especially spaces of consumption, and the
privatization of previously public services" (Hackworth, 2007, p. 16). Within the
system of flexible accumulation, governance at the city level shifts to “become
defined as the ability of governmental structures assist, collaborate with or
function like the corporate community (Hackworth, 2007, p. 10)." Because cities
operate within the space produced by the global system, "[n]eoliberalism has
become naturalized as the 'only' choice available to cities in the U.S. and
elsewhere (Hackworth, 2007, p. 11)."
Although Neoliberalism is not as hegemonic as it presents itself, good
governance at the local level tends to shift away from providing individual and
redistributive welfare rights to the “ability of formal government to assist, or
function like the corporate community” (Hackworth, 2007, p. 11). The result of
this process is the self-selection of neoliberalism as the only choice available to
cities in the United States and elsewhere, however, as the case studies illustrate,
this is not the only choice. Participants in community-based redevelopment must
be able to recognize neoliberal policies and effectively communicate their
potential impact to mobilize others. In addition, they must recognize local
investments, such the City of Albuquerque’s investment of Workforce Housing
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Funds in the purchase of the Rail Yard, might provide additional leverage to their
policy analysis.

Understanding Urban Growth
Governance, at any scale, is inextricably linked to growth. “The
outstanding fact of modern society is the growth of great cities,” (Burgess, 1924,
p. 20) the result of a process of aggregation of urban population and the physical
expansion of urban space required by a municipal plan, zoning and subdivision
requirements. President Coolidge’s comment that the “business of government is
business” reflected the growth tradition of the urbanizing United States, (Hoch,
2000, p. 375). Government institutions facilitated growth by creating funding
pathways during and after the Great Depression. Notable funding streams
including the Federal Housing Administration (FHA), Fannie Mae, the Federal
Interstate Highway Investment Act and the Water Quality Act of 1965 created the
growth infrastructure that subsidized the transformation of urban centers into
suburban landscapes (Hoch, 2000, p., 376). Urban expansion can create a
phenomenon of “urban aggregates, or conurbations” (Burgess, 1924, p.21),
where neighboring towns expand towards one another to the point of a nearly
continuous urban area. These regulatory changes facilitated Albuquerque’s
growth after the city’s Railroad era, which expanded through existing settlements,
such as the Village of Old Town and the agricultural community of Barelas.
Albuquerque’s growth is unique, based on the natural environment, the
time and amount of capital investment during particular dialectic periods,
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described by Soja, and modes of development, described by Castells, and the
actions of local and national political entrepreneurs, described by Mollenkopf.
Several geographic models have been developed to describe urban growth
during the Fordist period. Burgess’s Concentric Rings, Hoyt’s Ribbons of
Development, and Harris and Ullman’s Multiple Nuclei are three models useful to
understanding Albuquerque’s expansion away from the historic neighborhoods
surrounding the Rail Yard and contemporary growth, which includes infill
redevelopment of low income neighborhoods.
Burgess’s concentric rings theory
helpful to understand the process of
urban expansion through secession,
where the affluent continue to move
outward, less wealthy residents from the
internal zones “invade” the next outer
zone through a process of succession
(Burgess, 1924, p. 23) that decentralizes the

Figure iii: Burgess Diagram

city. Hoyt expands on this idea, stating that growth occurs simultaneously in the
neighborhoods of all income groups and that more affluent residents leave inner
neighborhoods for outer neighborhoods as housing stock aged and property
values declined. This occurred in Barelas, where the children of residents who
were contemporaries of the functioning Rail Yard moved to other locations in
Albuquerque where they could afford to rent or purchase housing. Those
residents that could not afford to leave remained with those who chose to stay in
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their neighborhood. The lack of capital investment in the neighborhood makes
reinvestment by redevelopment of
the Rail Yard attractive.
Hoyt also described the
growth of “ribbons of development”
extending along transportation
routes from the central business
district. This axial growth explains
Albuquerque’s expansion along the
Rio Grande, the railroad and
highway systems, including the U.S
Figure iv: Ribbons of Development
Route 66 and U.S Route 85. The multinuclei model explains the current collection of growth areas in the City and
surrounding municipalities. Land use analysis identifies “special purpose
districts,” defined as “nodes of economic
activity that require specialized facilities or
benefit from the clustering of [land] uses”
(Harris and Ullman, 1945, p. 46).
Development of these nuclei “result[s] from
historical development and operation of
localization forces” (Ibid.) and these
patterns are particular to individual cities.

Figure v : Multiple Nuclei

This is the contemporary pattern of
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Albuquerque, with multiple centers competing with the Rail Yard for the capital
investment necessary for the region’s finite growth.

Post Fordist Urban Growth
Even if the residents of Barelas choose to pursue a community-based
redevelopment process, the Barelas Rail Yards will be developed under the logic
of Post Fordism. The shift from Fordism to flexible accumulation of Post Fordism
represents a significant economic and political transformation for urban spaces,
one that breaks down the planned and managed systems of social power and
political authority established in Fordist late capitalism. The changes create new
ways for elites to accumulate capital, relying upon global divisions of labor and
flexible financial systems that have created “innovative urban and regional
production complexes located outside centers of the old Fordist industrial
landscape” (Soja, 1989, p. 171). These new production complexes are not a
concern of this research, but as capital leaves sites of former Fordist production,
including the Barelas Rail Yard, disinvested downtowns and vacant industrial
facilities represent an opportunity for profitable reinvestment.
The uneven landscape under the Post Fordist mode of development
increased cycles of exploitation on the urban landscape and lead to “accelerated
regional recycling” (Soja, 1989, p. 172). Repurposing of the former industrial
landscape is characterized as “responsive regionalism” that happens as political
leadership in urban areas compete against each other for jobs and capital
investment, the Albuquerque Rail Yard RFQ, Appendix C, shows how
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Albuquerque’s growth coalition has positioned itself to attract capital investment.
Simultaneously, myriad social movements and regional political coalitions react
to the restructuring to resist, encourage, reorganize, and demand more from
urban reinvestment. The community-based redevelopment processes
documented in the case studies represent potential avenues for expanding the
distribution of benefits of the reinvestment in the Rail Yard; however participants
should be aware of the common redevelopment aspects presented below.

Discourse of Post Fordist Urban Redevelopment
As noted above, the intention of urban redevelopment is capital
accumulation. This goal is obtained by the restructuring of the rules of
redevelopment to ensure profit for investors, including financial command and
control aspects of the Post Fordist economic system. However, redevelopment is
framed in a completely positive context by an industry of writers promoting urban
growth. Proponents of downtown redevelopment often purport that a wide section
of the population, including “all income levels” has an interest in increasing
safety, making downtown more hospitable, and orderly. The distribution of the
benefits of these projects raises “legitimate questions” for local residents (Frieden
and Sagalyn, 1989, p. 285). Critics of redevelopment policy, discussed in more
detail below, claimed that one of the guiding principles to be reestablishing
“middle-class control” (Frieden and Sagalyn, 1989, p. 238).
The consequences of this rhetoric, neoliberal policy systems and
governance changes and the redevelopment projects they promote, “… have
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been fairly negative for the urban poor in the United States...” (Hackworth, 2007,
p. 14). As intercity competition for the capital investment necessary to fund
redevelopment increased, elected and appointed officials of the local growth
coalition acted as “civic boosters” to attract projects and investment. If capital
investment can be enticed to reinvest in a particular project, subsequent
redevelopment often revolves around a series of themes: reentry by affluent
suburban types, housing, and gentrification. According to the rhetoric, downtown
reinvestment often occurs along a prescriptive path. Successful redevelopment
“satisfied middle-class values by setting up secure, well-maintained, protected
areas” (Frieden and Sagalyn, 1989, p. 238). As the projects began to include
“preserving landmarks, building comfortable and lively spaces for buying and
selling, and incorporating long-standing department stores” into the projects, they
evolved from downtown malls into “downtown market places.” The scope of the
downtown redevelopment projects expanded to include “new office towers, a
convention center, an atrium hotel, a restored historic neighborhood.” The “trophy
collection” for mayors might also included projects like a stadium or aquarium
deemed essential for a “first-class American city” (Frieden and Sagalyn, 1989, p.
259) that revolved around strengthening the downtown economy.
Richard Florida offers the Creative Class as a frame for the
“transformation of urban space, which rests on the ‘emergence’ of a new social
class based on a professional typology and consumption patterns” (Florida,
2002, p. ix.). Florida suggests that possessing these individuals is the key to
prosperity and survival for modern cities. Accordingly, he offers a set of goals for
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an urban policy shift, based on Creative Class values: individuality, meritocracy,
and diversity and openness, which shall be applied to work, consumption and
community policy, systems and spaces.
Although Florida encourages a number of factors beyond real estate
development, the “Power of Place” to attract, entertain and house the Creative
Class is an essential element used by urban political coalitions to promote
reinvestment (Florida, 2002, p. 215). The argument states that if the proper built
environment does not exist, the Creative Class will leave and drain away an
important potential resource from a community. Therefore, a proper place must
be constructed to contain suitable employment opportunities, accommodate
Creative Class “scene” and lifestyle, facilitate social interaction among the group
and be collocated in close proximity to cultural diversity. The resulting creative
places have an identity and authenticity that akin to marketing brand appeal.
Chris Leinberger, Eugenie Birch, David Moulton and others have
capitalized on Florida’s framework to encapsulate a formula driving spatial
production of contemporary downtown urban redevelopment. The new spaces
capitalize on the value of a city’s spatial qualities in the informational mode of
development. These qualities can be enhanced and the negative features,
including the “concentration of poverty,” (Birch, 28), minimized through urban
design strategies and governance policies that transform an urban core
previously unattractive to the private market into a place where “Cities rock,”
(Birch, 9).
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Often, the implementation of the downtown redevelopment plan is lead by
a successful “private/public partnership” (Leinberger, 8). The local government
convenes the strategic planning process and establishes policies that enable
private capital to develop. Leinberger suggests city leaders can “[m]ake it easy
to do the right thing” by eliminating zoning codes in favor of form-based codes
that can achieve urban form appropriate for walkable urbanism. Downtown
property owners can create non-profit organizations to champion and enforce the
vision. One type of non-profit is the business improvement district (BID), a
“quasi-governmental board for the downtown, the ‘keeper of the flame’ of the
downtown strategy, and the provider of services the city government cannot
deliver” (Leinberger, 11). BIDs then take over of the implementation of the
downtown strategy from the municipality. Management includes an ‘operational’
role in improving the downtown brand through programming, cleaning, and safety
programs.
To guide management in the redevelopment process, Birch developed a
series of themes for downtown redevelopment and “21st century urban theory:”
place matters, social and economic heterogeneity is important, locals know best,
the private market is key and cities “rock” (Birch, 9). Birch has drawn from
different urban disciplines to promoting this spatial practice, including the creation
or appropriation of “funky neighborhoods” for the creative class, historic
preservation of existing buildings, the architectural patterns of New Urbanism and
contemporary urban design for new development and making over existing
spaces (Birch, 11). Contemporary processes and projects evolved from trends
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which began in the 1970s, redevelopment responds to public demand for “safecontrolled environments,” ranging from downtown shopping centers to a host of
new redevelopment typologies. Birch organizes redeveloped downtown into three
distinct typologies: office-focused, mixed use environment, town center or “faux”
downtown (Birch, 33). Although the Rail Yard is included in the Barelas Sector
Plan and the interviewees described the need for neighborhood control, the ULI
proposal for the site included the creation of a special, mixed use district to plan
and redevelop the site.
Residents should be wary of rhetoric that frames the Rail Yard as part of
the downtown area “super neighborhood” that requires special attention to adapt
to contemporary change and special strategies to support growth for a “vital
downtown.” Land uses that should be scrutinized include office use; market-rate
residential use, and services and amenities serving market rate or high-end
clientele; higher education institutions; arts and culture, such as museums;
hospitality convention centers, hotels; and entertainment facilities, including
restaurants, cafes and casinos; major open space amenities that draw people
and associated projects that improve regional circulation, including light rail,
transportation hubs, pedestrian systems (Birch, 15).

Post Fordist Critique of Contemporary Urban Redevelopment
The outcome of redevelopment projects differs greatly from the artistic
renderings and rhetoric provided by developers and other members of growth
coalitions to the public. Hollands and Chatterton caution that the “return to the
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urban center is underpinned by a belief that the revitalization of core areas of
older industrial cities is crucial for economic renewal” (2007, p. 366). From a
policy perspective, the shift represents a change in the “managerial and welfare
functions” of the local state, “towards aiding urban regeneration via property
development, deregulation and encouraging corporate inward investment.” The
context of the Rail Yard is complex. The City of Albuquerque’s investment of
Workforce Housing Trust funds represents a specific investment in this project
that will add affordable housing units. However, the use of Tax Increment
Financing, infrastructure funding and Form-Based Zones elsewhere in the city
shows the extent to which the city plays a role in promoting market-rate oriented
growth. Interviewees were concerned that the application of market-oriented
policies and financing mechanisms would allow their vision for the site to be
subsumed by the pursuit for profit.
“Entertainment and nightlife” represent central components of this process
to “offset decline in the local economy” (Hollands, 2007, p. 366). The process for
change to “stylized, safe and sanitized nightlife” opportunities has been
stimulated by recent economic recession and the correlated spending, especially
by rising income among “wealthy city livers, urban service professional classes,
and university students” (Hollands, 2007, p. 368) and represents a “class remake
of the central urban landscape” (Smith, 39). This type of redevelopment is
underway already in downtown Albuquerque and adjacent neighborhoods,
through the HDIC, Gold Street Lofts, Flying Star, Silver Street Lofts, and
Albuquerque Lofts in Edo. Some of these developments received municipal
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subsidy to create market-rate projects featuring entertainment venues,
restaurants, parking structures and housing with secure access. The housing
units are priced above the surrounding neighborhood’s’s median income, serving
a market segment that can afford luxury.
The type of gentrification accompanying the redevelopment of the urban
core for the Creative Class is different than previously types. Contemporary
gentrification creates “hermetically sealed living-working-playing environments for
a new group of mobile, wealthy, young and usually childless urban” residents
(Hollands, 2007, p. 369). Conversely, the current residents of the urban core and
surrounding neighborhoods, as well as the “unemployed, low income and welfare
dependent groups literally have no space in [“the illusion of a wealthy urban
oasis” (370)] and instead are objects of suspicion and surveillance” (Hollands,
2007, p. 369). Mike Davis provocatively describes elements of Los Angeles as a
Fortress City, “fortified cells” combining urban design, architecture and police
apparatus to create sites for middle class colonization within the city. At these
locations, social/class segregation is encoded and “institutionalized” in the
structure of urban space. Instead of increasing personal safety, security restricts
access to these spaces, isolating the “truly wealthy” from the other in “residential,
work, consumption and travel environments (Davis, 1990, p. 160).” The result
urban design reduces accessible public space and erodes the public realm.
Activity that normally takes place in public is redirected to “secure space,
responding to the middle class demands” of security from the other (Davis, 1990,
p. 161). For Davis, the positive narratives of urban redevelopment, growth,
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resurgence and renaissance mask the middle class colonization of disinvested
spaces. The act of re-colonization occurs “over the brutalization of inner-city
neighborhoods (Ibid.).” The “fortress effect” is a “deliberate social-spatial
strategy” that entails a necessary severing from the past and from non-dominant,
“non-Anglo” narrative threads. This “spatial apartheid” cuts off the existing,
adjacent communities from the re-colonized spaces than now provide a
“continuum of middle class work consumption and recreation (Davis, 1990,
p.163).
Participants in the Rail Yards process should focus their analysis of
redevelopment proposals on proposals that will create urban entertainment
center out of the site. Common features of these projects include “corporate
ownership, “branding and theming” of redevelopment space, “conscious attempts
to segment markets” via gentrification and “sanitization of leisure activities”
(Hollands, 2007, p. 361). The redevelopment projects focused on urban
entertainment are typically Post Fordist in the sense that they redefine the use of
an existing urban space, in order to develop “synergies between retail, media,
real estate, sports, nightlife, dancing, eating and other entertainment pursuits,”
(Hollands, 2007, p. 362). These kinds of uses have been discussed in general
terms for the Rail Yard and connections between the uses and the type of user
they serve should be closely monitored by residents.
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Social Response to Post Fordist Urban Growth
Castells formulation that “the city is not produced arbitrarily” (Castells,
1983, p. 305) is important to understanding the ability of community members to
influence the city over time. If there is no “predetermined direction of social
change” any stakeholder group could succeed in encoding the built environment
with their values (Castells, 1983, p. 304). The outcome could lead to urban social
change, the redefinition of urban meaning as in the case studies, where
communities succeeded in developing and implementing their vision for space.
Again, although Castells believes the powerful win the struggle over space more
often than not, the case studies in Chapter VI document successful approaches
to redefining the meaning of urban space.
The future of local communities becomes “more tenuous” (Holland, 2007,
p. 135) as cash-strapped inner core communities compete in a global
environment for the return of capital investment. Treated as commodities, local
places are rated according to “exchange value in the global markets of business,
tourists, retirees and the like” (Holland, 2007, p. 135). Downtown redevelopment
in American cities often takes the form of recreating space to maximize the
exchange value of the place. The projects that constitute the contemporary
downtown typically require public subsidy, typically in the form of financing
packages, such as bonds, TIFS, tax abatements, land deals. Such controversial
public investments could provide local community members with an opportunity
to place social equity demands on the project due to the public money. These
benefits could be structured by a Community Benefits Agreement, as in the
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Gates Factory case study or negotiated through quantitative policy analysis as in
Fox Courts case study.
Participants in the community-based redevelopment process for the Rail
Yard must engage local government in order to develop a community response
to policies of Post Fordist urbanism. Local government, despite fragmentation
and financial discipline, remains a “site for political activity” as new opportunities
for democratic citizen engagement emerge (Anttiroiko & Kainulainen, 1998, p. 6).
As Post Fordist policy adversely impacts local residents, tensions may rise
between them and policies, practices and practitioners of neoliberal
globalization. Community politics will allow people to explore of new forms of
democracy, because of “the possibility of direct involvement of people in
collective decision-making and…participatory democracy” (Anttiroiko &
Kainulainen, 1998, p. 6).
Those leading the discussion on the future of a community are often those
“empowered by their class and education to see themselves as the makers”
(Holland, 2007, p. 83) of a place. Case studies from the Social Capital in Poor
Communities show how neoliberal spatial practices decreased access to
“sources of economic and social power” in communities of color in central cities.
This is true of the Rail Yards process, where a few residents dominate and
control discourse by “legitimizing” specific participants and community-based
activities. Local political discourse promulgates local variations on the Creative
Class rhetoric mentioned previously. Given the relative strength of Post Fordist
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profit-making structures, low-income communities may have few obvious
resources to draw upon to resist or reshape their space.
There have, however, always been threads of resistance to the growthoriented agendas. Marginalized as romantic, irrational, backwards or against
progress, these voices have often been ignored by elite coalitions and their
sympathizers, “even in the face of accumulating journalistic portrayals of the evils
of bigness” (Molotch, 1976, p. 22). The challenge facing residents of poor
communities affected by the implementation of ideas of vocal elite groups is to
ensure community “issues are heard and addressed, regardless of race and
class, with the same degree of influence and urgency as those who predominate
public discourse” (Holland, 2007, p. 83). The Rail Yard is a complex situation
because there appear to be two dominant discourses, one proposed by the
growth coalition and another proposed by the neighborhood. Each maneuver to
exclude other community issues presented in the stakeholder interviews.
The response includes organizing around existing, locally-oriented social
capital networks and institutions. These include churches, neighborhood
organizations and kinship, friendships and “homeplace” ties. The acquisition and
deployment of social capital occurs as the structural changes of macro-level
forces intersect with micro-level relationships. Instead of presenting social capital
as a panacea, Saegert, Thompson and Warren show “patterns of agency and
constraint” (2001, p.31) that “unfolds in multiple group settings in which one
social group, intentionally or not, may secure advantages that disable others”
(Saegert, et. Al., 2001, p. 32). The residents and community activists in the
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Barelas and South Broadway neighborhoods must developing and deploy the
social capital of a coalition of residents, challenging that of other dominant
groups in order to succeed. Interviewees questioned the capacity of existing
organizations to sufficient coordinate such an effort, however, each case study
shows other communities successfully applying their social capital to achieve
their vision for redevelopment.

Political Economy of Urban Growth
This section seeks to understand to extent to which community
stakeholders and local government can shape decisions that affect the
redevelopment of the Barelas Rail Yard in the face of structural changes taking
place at the global scale. Identifying and understanding these trends puts
community actors in a better position to understand the larger factors influencing
the redevelopment of the BRY and how they can best act in this environment.
Regime theory focuses on 'urban growth coalitions' as one of many possible
political coalitions that might emerge in a city. The entrepreneurialism of
contemporary cities represents one of a range of leadership styles for local
government and local governing coalitions. Broadly, the theory highlights the
potential local response to global scale changes. The lens of Regime Theory will
allow participants in the community-based redevelopment process to better
understand the public-private collaboration that enable urban redevelopment to
occur at the Rail Yard. Civic Boosters play a role in promoting local economic
development, advertising the benefits of a place, including natural features, local
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culture and the ability of local power to promote prosperity. The actions of these
local stakeholders do not benefit all residents equally, leading to controversy. In
the shift from fordist to Post Fordist accumulation regimes, local policies
emphasize policies intended to make a particular place more competitive in the
global economy.

Growth Machine
Growth Machine theory provides us with the ability to understand the
answers to questions about “the implications of social complexity for local
politics” and “the roles of democratic politics and disadvantages groups” in the
redevelopment of the Barelas Rail Yard (Anttiroiko & Kainulainen, 1998, p. 3). In
The City as a Growth Machine, Molotch describes land as “a market commodity
providing wealth and power, which some very important people…take a keen
interest in” (Molotch, 1976, p. 2). Within the market context, interested parties
use political and economic channels to pursue growth, “the key operative
motivation toward consensus of politically mobilized elites” (Molotch, 1976, p. 3)
The need for growth, the “growth imperative,” drives decision-making and
constrains the set of policy choices available to a locality in order to increase the
population and retail and commercial trade.
When the city operates as a growth machine, local elected and appointed
officials can develop into “strategic coalition[s]” in order to promote growth or the
prerequisite conditions for future growth, such as infrastructure and favorable
land uses. These strategic coalitions become champions of growth, seeking out
potential investors and advocating on behalf of the community and the local
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advantages (Wyner, 1967). Civic boosterism and local growth promotion are the
purpose of local government. Those who have the most to gain or lose in this
process and the associated land-use decisions, typically property owners and
“investors in locally oriented financial institutions,” are the most likely participants
in these local attempts to steer growth. Although the government funds different
types of civic boosterism, the members of strategic coalitions who organize,
legitimize and sustain the territorial bond have a specific use for it, using it to
obtain pro-growth policies (Molotch, 1976).
This orientation of elected and appointed officials within the coalition
toward local growth frames public discourse, focusing on “certain sectors of the
business and professional class” (Molotch, 1976, p. 13) rather than on
distributive issues. This focus has lead to a number of emergent growth
machine trends. First, growth benefits only a small proportion of local residents.
Second, growth often costs existing residents more money than new residents
(Molotch, 1976, p.14). Third, growth is less of a financial advantage to the
taxpayer than is conventionally depicted (Molotch, 1976, p.15). Fourth and finally,
local growth does not make jobs; growth distributes jobs (Ibid.). Participants in
the redevelopment process should refer to this list as a way to evaluate the
claims made by specific proposals for the site and be aware of attempts made by
the local growth machine “to legitimize the gains of its members and disarm
critics by espousing an ideology of value-free development which claims that
economic growth is good for all” (Anttiroiko & Kainulainen, 1998, p. 2).
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Growth Coalitions
The growth coalition is a nascent urban regime, consisting of local
resident who participate in urban activities because they have “the most to gain
or lose in land use decisions” (Logan and Molotch, 1987, p. 12). Drawn from local
business, such as property development, real estate and allied professions, the
growth coalition operates as a centralized, closed group to influence public
policy. Members’ decision on how to pursue growth reveals their values as they
attempt to alter the local mode of regulation. Growth coalitions “strive to become
regimes” (Elkins, 1995, p. 1) in order to direct economic development, but the
ascension is not a given.

Urban Regimes
Clarence Stone argues that coalitions of a community’s elite members of
political and business establishment emerge to attain power, because one
particular group cannot completely control the complex, multiple scales of the
global economy. The “interdependence of governmental and non-governmental
forces in meeting economic and social challenges” (Anttiroiko & Kainulainen,
1998, p. 3), creates space for action because of the need for
cooperation/coordination of government, business community, non-profits and
civil society in order to govern. These coalitions are “informal yet relatively stable
group[s] with access to institutional resources, and which [have] a significant
impact on urban policy and management” (Ibid.) whose composition varies from
city to city and shifts over time within a single city. These coalitions influence
urban policy, and the type of development it facilitates. The final spatial and
policy outcomes of growth are “dependent on institutional arrangements,
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business interest mediation and some degree of popular control and economy
guided mainly but not exclusively by privately controlled investment decisions”
(Anttiroiko & Kainulainen, 1995, p. 5). Participants in Albuquerque must
recognize that local politics to have some influence on local spatial and social
practice, but other factors typically have greater influence on the type of project
that may be developed.
In order to engage all elements of the local growth coalition, residents and
community activists in the neighborhoods surrounding the Rail Yard should
recognize, “[l]ocal authorities are working alongside other public, private, and
voluntary sector organizations not only in providing services for a locality but also
in making the strategic decisions and affecting the local conditions and
development” (Anttiroiko & Kainulainen, 1998, p. 5). The market-oriented publicprivate partnerships involved in urban redevelopment projects “consist of growth
coalitions of local elected officials, public bureaucrats, financiers, and business
people” (Holland, 2007, p. 158). These groups coalesce around public funding
sources intended to “stimulate new investment” in the urban core. The stated
goals of these partnerships often include returning the middle class to cities, the
creating profitable real estate projects and public facilities and “to ameliorate the
living and working conditions of poorer downtown residents” (Ibid.). For-profit
enterprises often join the pro-growth partnership; these include “land developers,
bankers, and the proprietors and managers of finance companies, real-estate
construction businesses, architectural firms, and landscape design firms.
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Mollenkopf sees the political entrepreneurs who lead “pro-growth
coalitions” as the driving force that shaped urban form, especially post-industrial
urban form. The political entrepreneurs create a frame for political collaboration
that brings together competing political actors. The group is more able to
influence political decision making together than as individuals, allowing them to
create and exercise power. This logic elevates political considerations over
economic consideration. Although Mollenkopf recognizes the importance of
economics and the interaction between the two elements, for him “politics and
government are independent driving forces which can override economic
functional necessities (Mollenkopf, 1982, p. 8). By changing the rules of the
game throughout the processes of pursuing growth, political entrepreneurs risk
gaining and losing political capital to direct that growth. By rewriting policy, progrowth coalitions create new sources of power and reshape politics. Through this
process, Mollenkopf posits that a cities form depends upon political choices and
is not imposed upon by larger economic forces. Changes in policy related to the
Rail Yard should be closely watched by residents and community activists.
Judd and Swanson examine the intersection of governmental power and
private resources from a different perspective than Mollenkopf. They proposed
that government has influence, but not control over the most fundamental goal of
cities: local economic growth. Judd and Swanson cite a national “culture of
privatism” which favors individual efforts and aspirations over collective or public
purposes. In pursuit of local economic growth, cities depend on the shifting focus
of private economic activities. These capital investment activities create
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momentarily profitable spatial manifestations, including downtown
redevelopments. When an areas rate of profit declines, the actors move on to
create others elsewhere. As is the case with the Rail Yard, prior spatial
manifestations can then be revisited later with new capital investments to
generate profits under a new system. “The expansion of government (state,
federal and local) powers partially has been used to promote local economic
growth and protection from the unpredictability of the market” (Judd and
Swanstrom, 2008, p. 2) and the allocation of political power in this system is
termed “politics of secession” (Judd and Swanstrom, 2008, p. 5) by the authors,
citing the trend of urban residents moving and living in segregated enclaves.

Regulation Theory
Regulation theory, embedded within the Marxist tradition of historical
materialism, attempts to understand the structures and process that order and
stabilize the inherent contradictions of capitalism. Capital accumulation occurs
when regulation, along with "social cultural and political supports" (Lauria, 1997,
p.15) stabilizes the economic forces. This “mode of regulation” represents a
specific amalgamation of these elements in space and time (Lauria, 1997, p. 18).
For example, the Fordist mode of regulations was characterized by a specific
production processes, capital-labor relationships, Keynesian policies and a
culture built on mass consumption. The shift to a more neoliberal mode of
regulation is not a complete policy shift, but an uneven replacement of policies
over time and across space. Regulations are a complex process rather than a
stable product. However, if viewed as a process rather than a mode, the uneven
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nature of policies over time and across space can be better understood. This
geography of regulation is the key to understanding the specific context of
development. For example, in Albuquerque, political actors create new
regulations and repeal or adapt existing regulations. Within the region,
municipalities each have slightly different regulations. Even within Albuquerque,
three neighborhoods surrounding the Rail Yard, Barelas, South Broadway and
Downtown each has their own Sector Development Plans, which provide specific
rules for development in the area that may not apply in another plan area.
The sites of regulation include economic space, social space and political
space. Each of these elements exists in a scaled hierarchy, with the smallest
units operating within the context of larger units. Goodwin and Painter describe
urban regimes as “being situated at the intersection of political, economic, and
social space” (Lauria, 1997, p. 22) because of the combination of the capacity of
local government and non-governmental capacity, in the form of social and
economic resources. Urban regimes have accommodated the shift from urban
government, “the role of directly elected government institutions,” to governance,
“the exercise of authority by nongovernmental institutions coupled with claims of
legitimacy” (Lauria, 1997, p.25). The impact of this shift is an intensified focus on
responses to the “failures of the fordist regulation and on the role of uneven
development therein” (Lauria, 1997, p.28).

Integrating Growth Regimes and Regulation Theory
Ultimately, the “political economy of cities and the regulation of the
capitalist economy are best understood in relation to one another,” (Lauria, 1997,
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p.239). Regime theory emphasizes how dominant political coalitions at the city
scale establish and maintain the capacity to govern. Regulation theory focuses
on the co-evolution of economic, political and social organizations. This can be
used to recognize regimes of capital accumulation, which emphasizes the
governance of production systems. Regulation theory can be best used to
contextualize urban regimes and the processes that enable regime formation,
reproduction and crisis can then be described. Focusing on local political
practices along with national and international regulatory and economic
processes allows participants in the community-based redevelopment process to
focus on how local accumulation strategies position local economic space within
the urban hierarchy of the global economy. In order to understand development
in particular place or period of time, such as the Rail Yard, local nuances must be
understood to provide context to the broad political economic backdrop.
Local politics and local urban regimes can only be understood in context
of the global economy. Given Paul Peterson’s insight that local development
politics in a global economy tend to promote local economic goals rather than
social goals, Christopher Leo describes the tension between the tendency toward
homogenization at the local level, especially in terms “of urban built form, of
urban physical structure, and of administrative and political arrangement…”
(Lauria, 1997, p.78) and the implementation of policies intended to make a place
more competitive and to highlight particular aspects of the local that make a
place unique.
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Jessop utilizes Gramsci to provide a framework for urban regime
research. Urban regimes cannot operate in isolation from the global economy,
and can be connected to larger regimes of accumulation, and the associated
mode of production or to locally hegemonic “power blocs” (Lauria, 1997, p.50).
Like the state, an urban regime “justifies and maintains its dominance but
manages to win the active consent of those over whom it rules” (Gramsci, 1971,
p. 244). This occurs as the regime organizes support for a specific plan of action
that includes production processes, regulation and supporting discourse. The
Rail Yard’s Community Advisory Council is one such method to achieve consent.
Participants in the broader community-based process should identify the claims
that the benefits will accrue broadly and seek to demonstrate that over the long
term, benefits will accrue to specific interests of the growth coalition. The
neighborhood participant will face difficulty in achieving their visions for the site if
their economic strategy is not acceptable to those individuals, groups and
institutions of the growth coalition that coordinate the “extraeconomic” conditions
necessary to achieve the specific accumulation strategy (Lauria, 1997, p.66).
Feldman develops the concept of “spatial structures of regulation” in order
to articulate the links between “the local and global in regulation theory and
between regulation theory’s political economy and regime theory’s economic
politics” (Lauria, 31). Research on spatial structures of regulation intends to
understand the social, historical and spatial construction of perceived interests.
Often tied to a sociopolitical role, these perceived interests influence the
development of the local economy. Feldman’s processes, distinct flows and
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relations of capitalist production, each possess spatiality, a “distinct scale,
pattern, and dynamic” (Soja, 1989, p.202). A local economy reflects the specific
combination of these processes, when combined with and coordinated by
specific local regulation. Production processes, including real estate
development, and the means of regulation, including planning documents and
development incentives, creates a framework for redeveloping the Rail Yard and
other projects in the City.
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CHAPTER IV: ALBUQUERQUE’S GROWTH AS A CITY
Introduction
According to Lefebvre, because space is ever changing, “analysis of
space must be historical” (Lefebvre, 1974, p.194). Soja recommends connecting
the history, space and society in order to better understand spatial practice.
Presenting Albuquerque’s growth establishes context for the redevelopment of
the Rail Yard site. This sector discusses incorporates the growth of
Albuquerque’s downtown and subsequent suburban dispersion and the impact of
investment and disinvestment of the Rail Yard on the Barelas, South Broadway
and San Jose neighborhoods. Development in Barelas, South Broadway and
San Jose has been influenced over the centuries by various forces– the early
colonial agricultural lifestyle,
the coming of the Railroad in
the 1880s, and the rise of the
automobile in the 20th
century, suburbanization after
world war II, 1950s urban
renewal and even two waves
downtown revitalization
efforts.
Figure vi: Growth in Barelas
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Albuquerque’s Growth as a City
Pre-Railroad
There is limited literature about the settlement pattern of Albuquerque
before it being established as a village in 1705. Today’s expanding city
incorporates the old Villa, surrounding settlements and land grants (Johnson,
1980, p. 15). Situated on the periphery of Mexican territory, local economic
development limped along until it could take better advantage of its location as
an oxen cart stop and later the Bernalillo county seat.
Settled around 1830, San Jose is the oldest of the collection of three
neighborhoods east of the railroad tracks. The community grew along the
Barelas ditch in the western and southern portions of the area. Early history of
the community indicates that Barelas was part of the San Nicolas Land Grant
located “opposite the agricultural lands of Atrisco and on the edge of the Esteros
de Mexia” (Barelas Sector Plan, 6). Barelas Road might also have been part of
the route of the Camino Real De Tierra Adentro. Residents initially settled in
Barelas to farm, and “several prominent Hispanic families colonized the area,”
(Barelas Sector Plan, 6). Agricultural development began close to the swamps of
the Rio Grande. Three irrigation ditches, including the Acequia Madre de
Barelas, served the community’s water needs at this time. The acequia system
allowed “thirty to forty houses” to be built along the Barelas road, north of Bridge
Boulevard (Barelas Sector Plan, 6). Platted in the 1880s, the South Broadway
neighborhood has some of the city’s earliest housing. The construction of the
Barelas ditch allowed for drainage and irrigation of the South Broadway area,
making settlement and agricultural production possible. Farms between 5 and

49

20 acres grew corn, alfalfa, and fruit in orchards. As a result, older property
orients toward the ditch to ensure access to the acequia. Over time, subdivision
of the lands created narrow lots that had access to the ditch. When no longer
possible, subdivision created irregular lots that lost orientation to streets and had
limited access to the ditch.

Railroad Boom
Rapid growth accompanied the development of the Santa Fe Railroad
facility in 1880 when the construction of the tracks divided the agricultural
neighborhoods (South Broadway Sector Plan, 3). In order to bring the railroad to
Albuquerque, the A.T. & S.F. railroad negotiated “a covert scheme of land
acquisition” (Johnson, 1981, p. 4) with three local citizens, Franz Huning, Fritz
Hazeldine and Stover to purchase right of way for the rail company in exchange
for a share in profits in land development around New Town.
The arrival of the railroad, a modern industrial system of production and
culture, began a new era of life in the community when the Atchison Topeka and
Santa Fe Railroad arrived in 1880. This change intensified and moved closer into
community life and the cultural landscape when the company built shops on the
eastern edge of Barelas, employing men from across the region, some of these
families still live in Barelas today (Barelas Sector Plan, 6). The strength of this
rail activity “provided wage employment for at least a third of the town heads of
families” (Biebel, 1985, p. 1).
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This marked a turning point where the local area became connected with
the capital networks of the eastern United States. New connections generated
new spatial patterns brought new residents to Albuquerque and helped establish
new social practices. In fact, the railroads arrival and long term impact
essentially created modern Albuquerque’s downtown as New Town.
Improvements in physical access and subsequently in economic and social
connections made it a more attractive place to settle. So, the population of New
Town grew; from 2000 in 1885 to 7000 in 1892; surpassing that of the Old Town
(Biebel, 1985, p. 5).
Downtown Albuquerque saw increased building activity at this time,
described as a “renaissance” by Biebel. New construction included the First
National Bank Building, the Sunshine Building, the Franciscan Hotel and the
Kimo Theatre. Despite the concentration of new buildings in the core of
Albuquerque, the automobile had already begun to influence the build landscape
in the city, enabling the “dispersal of residential suburbs” (Biebel, 1985, p. 32).
After the railroad, numerous “civic improvements” were planned and
implemented. These included a streetcar, telephone, electric lights, water works,
illuminating gas plant, the educational institution which became the University of
New Mexico, and a public library (Johnson, 1980, p. 5). The northern part of
New Town development, around the railroad stop, included an industrial area.
On Gold Avenue a district was developed for finance, insurance and real estate
(FIRE). Concurrent with the railroad’s arrival, the Albuquerque Streetcar
Company was established to connect the existing settlements to New Town. This
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local connection enabled residents of Old Town to access the rapidly emerging
commercial development in New Town—banks, saloons, builders and architects,
drug and hardware stores, etc. (Johnson, 1981, p. 34). Utility companies were
established to provide for the growing town. Real estate trade, increased by
railroad promoters, began drawing more and more residents from the east.
Growth accelerated with construction of the railroad’s divisional repair
shops there decades later. Because of location adjacent to the railroad, winding
roads from the previous, agricultural, historic fabric have been superimposed
upon by the grid of the railroad in Barelas (Dewitt, 1978, p. 54). The expansion
of industrial capitalism into the neighborhoods around the Rail Yard included new
development of commerce and housing (MAP THIS WITH SANBORN
INSURANCE MAPS). Along with physical development of the space, new
residents, including immigrants came relocated in the community. Close
proximity to railroad shops and the Albuquerque Foundry allowed working class
neighborhoods to emerge. Since the arrival of the railroad, South Broadway has
become one of the most ethnically diverse neighborhoods in Albuquerque, with
“a large Black and Hispano population,” (Dewitt, 1978, p.107). This development
coincided with expansion of the downtown area.
During the 1900s, residents of the Barelas included railroad employees or
entrepreneurs catering to those residents. In 1906, the community had 360
residents, which was larger than any other North Valley establishment at that
time. The community, centered on Barelas street, is located between the railroad
tracks and the Y bend in the Rio Grande. Vibrant growth continued in the Barelas
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neighborhood through the 1920s. The wealth allowed for the construction of a
chapel, San Jose Patriarca and then the construction of a larger church, Sacred
Heart in 1921 (Barelas Sector Plan, 6). Electric Trolley System service
connecting the neighborhood to the city is another indication of the community’s
success. The line traveled down Third Street and connected the neighborhood to
downtown, Old Town, Sawmill and along central to the University of New Mexico.

Albuquerque after the Rail Road Boom
The period between WWI and WWII saw Albuquerque increase its
importance as a military outpost, receiving personnel and funding for military
aviation and weapons research. The influx of these military and support
professionals fueled decentralized suburban expansion that had already
increased the population to 35,000 (Johnson, 1981, p.14). Suburban
decentralization and the relatively high incomes of new residents promote autooriented development and reduce the financial viability of the downtown
businesses, which leave for automobile-oriented commercial strip in the
community.
In 1926, the U.S. Department of Transportation designated Fourth Street
as a section of Route 66 and the Pan American Highway (US 85), which became
the Fourth Street commercial strip. At this time, many businesses located along
the street to serve local residents, residents from the South Valley and
throughout the city and those traveling through. Continuously operating
businesses include in this area include Ruppe Drugs, The Red Ball Cafe, and
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Ives Flower and Gift Shop (Barelas Sector Plan, 7). The construction of Highway
66 also created a major east-west transportation axis to complement the northsouth Highway 85 and the Santa Fe tracks. This connection to Chicago and Los
Angeles represents a profoundly important spatial reorientation of the city.
Central Avenue created a new axis for the flow of capital into the Albuquerque
region, complementing the traditional north-south connection between the
regional capital colonial capital of Santa Fe and Mexico City. Even earlier spatial
patterns introduced to the region retained this north-south orientation; however,
Central Avenue represents an east-west colonization of space, bringing new
influences to the region.
Federally-funded projects helped shelter Albuquerque from the national
economic depression. Emblematic of Fordist intervention to maintain a standard
of living for citizens, the “massive infusion of federal money emanating from the
New Deal” set the stage for growth in the late 1930s and 1940s (Biebel, 1985, p.
49). Residents of the Huning Castle and Heights Additions benefited the most
from public investments, in the form of Public Buildings and Federal Highway
Construction, extension of City Services through work relief, and Federal
Mortgage Loan Guarantees (Biebel, 1985, p. 49). These funding streams “both
directly and indirectly aided entrepreneurs developing subdivisions in the outlying
areas of the city” (Biebel, 1985, p. 49).
Albuquerque public schools received over $8 million for new school
construction and school expansion during the decade and developers on the east
mesa benefited from the construction of new schools as they attracted new
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residents (Biebel, 1985, p. 52). Developers also benefited from federal work relief
funding that expanded city services, “including street grading and surfacing,
sidewalk, curb and gutter construction, water main and sanitary sewer
extensions, and installation of storm sewers,” (Biebel, 1985, p. 53). The seeds of
federal funding spent on infrastructure expansion in the 1930s, coupled with the
growth of Kirtland Field, Sandia Base and associated defense industry activities
will propel growth in the coming decades. The infrastructure expansion of this
period sets the stage for further expansion into the north valley and on the east
mesa; the history of Albuquerque up to this point is “perpetual suburban growth,”
(Biebel, 1985, p. 58).
The 1930s WPA projects included an expansion of the airfield built in 1928
and creation of:
•

Albuquerque airport terminal building,

•

State Fair Grounds buildings,

•

Jefferson Middle School,

•

Nob Hill Elementary School,

•

Monte Vista Junior High,

•

Pershing Elementary School,

•

Roosevelt Park,

•

UNM Library,

•

UNM Administration/Laboratory Building,

•

Monte Vista Fire Station,

•

Street construction,

•

Sewer facilities,

•

Power line extensions, and

•

Road paving.

55

Post World War II
Growth between 1901 and 1940 added 7.9 square miles to Albuquerque’s
original 3.1 square miles via annexation (Biebel, 1985, p. 2). However,
Albuquerque expansion during the post-war period easily eclipsed earlier
expansion. The 1940s saw expansion common to Sunbelt Cities, Albuquerque
benefited from good roads built in suburban areas with federal depression era
funding, air service and rail facilities. Additional features, “pleasant climate,
ample water supply (especially rare among western cities), location astride major
highway, rail and air routes, proximity to rich natural resources, especially
uranium,” (Rabinowitz, 1981, p. 3), made Albuquerque “ripe for military and
civilian development” (Johnson, 1980, p. 8). Between 1940 and 1950, the city’s
population grew from 69,341 to 145,673. This continued surge in population set
the stage for further growth in the 1950s. This period saw an increase in
healthcare industry and hospitals, and the “general exodus of business from
downtown” to shopping centers and strip commercial development.

Year

Area
Population
(Acres)
1940
7,040
35,449
1950
30,720
36,815
1960
39,040
20,1503
1970
52,672
243,751
1980
64,000
315,000
1990
104,320 589,131
2000
113,500 712,738
2009
122,000 857,903
Table ii (Rabinowitz, 1981, p. 2).
Concerns about the nature of growth and the future of the city lead to the
formation of permanent planning commission in 1949 and a zoning ordinance in
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1953. Even with these efforts, “developers and boosters dictated land-use
policies,” (Rabinowitz, 1981, p. 27). “Between 1960 and 1963 downtown
property declined in value by 50%;” Sears, Montgomery Ward, Kistler-Collister,
and Fedway left downtown for more attractive locations (Ibid.). Albuquerque
began using Industrial Revenue Bonds (IRB) to pursue new industry. Several
references (Rabinowitz, Biebel) are made to attempts to attract “clean industry”
and non-polluting plants. These efforts landed a GTE Lenkurt
telecommunications manufacturing facility in 1969, a GE jet aircraft engine plant
and a Levi Strauss plant. The IRB-attracted industries stimulate growth in “trade,
service and construction sectors” incentives (Rabinowitz, 1981, p. 10).
Despite greater Albuquerque’s prosperity, the decline in the railroad
industry following the World War II and the eventual replacement of Fourth Street
by Interstate 25 as the major north-south city route initiated a major decline in
Barelas and South Broadway, removing former sources of income and
opportunity generated by that access to capital traveling the corridor. Along with
the construction of I-25, the construction of Civic Plaza cut off significant northsouth traffic in the city, forcing regional commuters onto other routes. The South
Fourth Street commercial district experienced a corresponding decline, although
some of the original small, family owned and operated businesses remain in
business along with new businesses.

Urban Renewal Period
Toward the end of the 1960s, continued flight from downtown provided an
opportunity to redevelop the space, with an urban renewal commission leading
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this effort. The city used the federal urban renewal program to begin demolition
of the historic fabric of downtown as growth continued to occur on the edge of the
city, including the demolition of buildings, including Korber Building, Fransiscan
Hotel, Ilfeld Building and other landmarks. In the mid 1970s, typical urban
renewal structures replaced them, including a new city hall, a convention center
and adjacent hotel, police building, public library, underground parking garage,
and the National Building, which is the tallest in the city (Rabinowitz, 1981, p. 27)
and other new bank and office buildings. New infrastructure, in the form of the
Grand overpass, eased access into and out of downtown and the redevelopment
of the former Alvarado Hotel site into the Alvarado transportation center
connected downtown Albuquerque to the region. The underground Galleria
shopping center was the only downtown retail development at this time.
Community response to the destruction of historic landmarks put sufficient
pressure on local elected officials to create a survey of the remaining historic
buildings in downtown. Redevelopment of the Barelas neighborhood and in
immediately adjacent areas has changed the built environment. Also in the
1970s, the local application of the federal Urban Renewal Program demolished
the adobe homes south of Bridge Boulevard in order to reuse the space for
industrial uses; only a handful of houses from South Barelas remain (Barelas
Sector Plan, 8).
In the wake of Urban Renewal’s devastation of downtown’s historic fabric,
and a connection with the growing environmental ethic sweeping the nation in the
late 1960s, a push for preservation and adaptive reuse of historic structures and
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designating historic neighborhoods as landmarks for urban conservation in the
city. This culminated in the adoption of the Albuquerque/Bernalillo
Comprehensive Plan in 1975 and establishing the city Landmarks and Urban
Conservation Commission in 1978 (Rabinowitz, 1981, p. 28). As a result of
these efforts adaptive reuse of historic downtown structures helped breathe life in
to the flagging downtown economy. This effort focused especially along Central
Avenue, with the renovation of the Kimo Theater, First National, and Rosenwald
buildings, the state theater and the old Skinner building.
By 1979, the even more federal agencies moved to Albuquerque,
combined these newly arrived agencies had over 12,200 employees in the three
downtown Federal Office Buildings and in scattered offices. The U.S. military
also had an increasing presence in the region, with Kirtland Air Force Base,
Sandia Base (now Sandia Labs) and Manzano Base. Combined these
organizations employed over 16,500 personnel by 1980, with local contracts
valued at $128,800,000 (Rabinowitz, 1981, p. 5).

Albuquerque’s Regional Growth
1980s
Between 1986 and 2003, “Albuquerque did almost nothing to alter its
growth and land use policies to fit contemporary conditions (Price, 2003, p.156).
A possible solution to this continued growth pattern “is to begin the creative and
political processes” necessary to deal with the harsh realities of the West and the
neoliberal development agenda that has created a similar sprawling landscape in
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large western cities, like Phoenix, Denver, and Las Vegas. The Rail Yard offers
an opportunity to build on infill trends that have begun after 2000.
During the 1980s, population growth continued at a pace less than the
growth from 1960 to 1977. The population grew by 84,447 people during the
1980s to 515,116. During this time, “Albuquerque became a “polynucleated city,”
with no central core, despite two decades of downtown renovation. It is now
dotted with “exurbs,” “outtowns,” “slubs,” and “burbs,” and is becoming, in many
ways a nonplace urban field” (Price, 2003, p. 24).
The neighborhoods around downtown experienced population loss in
absolute terms during the 1980s. The area lost over 1000 residents despite a
400 unit increase in housing stock, indicating a new type of household moving
into the area as another type moves out. Meanwhile, Rio Rancho, the Westside
and Far Northeast Heights’ experienced strong population growth (BBER, 1990,
p. 2). Five major employment centers exist in the region in the 1980s:
Downtown, North I-25 Corridor, Uptown area, University/Gibson SE area, and
Kirtland AFB. Combined, these areas had 72.7% of total employment (BBER,
1990, p 2).
Price describes two prevailing growth dynamics in the 1980s, the
preservation of publicly protected land forms, including open space and suburban
development around these systems and on the edge of Albuquerque. The
Bosque, the acequia ditch system, the foothills and numerous city parks, trails,
and bike paths aggregated to 21,285 acres of open space, the fifth largest
holding in the United States at that time (Price, 2003, p. 81). La Luz
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development in 1969 was the last large cluster development sensitive to open
space, replaced by sprawling development in the Northeast Heights. Seven
sprawling developments surrounded on of the signature open spaces in the city,
the Petroglyph National Monument and the growth pressure lead to expanded
roadways.

1990s
Between 1990 and 1995 Albuquerque continued to grow at a rate greater
than the United State average, adding nearly 55,000 new residents to 589,131
total residents (BBER, 1996, p. 1). Between 1995 and 1998 growth slowed in
Albuquerque along with the rest of the country. Growth continued on the
Westside, which saw the largest increase in population. This area includes the
Southwest Mesa, Paradise Hills, Cottonwood Mall and Rio Rancho, which
combined for 52.2% of the population growth during this period. The
neighborhoods surrounding downtown continued to see population declines
since 1990 (BBER, 1996, p. 2).
During the same period, Albuquerque added an additional 56,000 jobs, a
22.3% increase in employment. This rate is also one of the fastest in the United
States, lead by the “migration of new high tech manufacturers and tele-services
businesses to the region” and a rise in construction necessary to house and
provide services for the incoming residents (BBER, 1996, p. 4). The expansion
of the Intel Corporation in Rio Rancho has created the only substantial
employment growth west of the river. Other new business that migrated to the
city included corporate support facilities—call centers, a Wal-mart distribution
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center, and manufacturers Emcore West and Allies Signal’s Transportation and
Energy Systems Division (BBER, 1996, p. 6).
The 1993 Barelas Sector plan attempted to revitalize the community and a
number if changes have occurred in the community since that time. The Barelas
Community Development Corporation (BCDC) formed in 1993, established to
work on affordable housing and economic development. This CDC closed in
2010. Other changes include the National Hispanic Cultural Center, the Hispano
Chamber of Commerce, and the Barelas Job Opportunity Center (Barelas Sector
Plan, 8).
In Barelas, Coal and Lead Avenues were converted to two-way streets
east of the neighborhood to facilitate traffic flow into and out of downtown. The
city also converted Second and Third Streets into a couplet of one-way streets.
Fourth Street had streetscape improvements in the 1990s, “including business
façade renovations, upgraded and decorated bus shelters that display artwork
reflecting Barelas’ cultural heritage, and the creation of the Joseph P. Baca
plazuela at the intersection of Fourth Street and Barelas Road,” (Barelas Sector
Plan, 9).

Post-Millennial
The housing records set in the late 1990s were shattered by new housing
construction on the far west side as shown in the 2000 map. The growth curve
begins to decline by 2005 and then plummets below 1000 units in 2008,
coinciding with the national economic recession. A decline in employment growth
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coincided with the slowing of housing construction in 2006 and rates of growth
continued to decline.
Despite and
optimistic appraisal of
the 1990s, if
Albuquerque can
reach political
consensus on the
“what kind of growth
it wants,” when Price
reissues the book in
Figure vii: Albuquerque’s Growth
2003, he asserts that
“the people who think of New Mexico as an empty space to be filled with generic
corporate gimcracks and the marketing fruits of bad ideas that have cluttered up
the rest of the nation and the West with a babble of strip malls, neon commercial
graffiti, and sprawling suburbs appear to be winning the war for Albuquerque’s
identity” (Price, 2003, p.147).
The trend of urban expansion at the edge of the region began to give way
to an increasing number of new building permits issued within the core of the
city—Uptown, Albuquerque High, Nob Hill, Silver Lofts, Sawmill Land Trust and
smaller projects. In addition, during this time, exurban town centers in Rio
Rancho and Mesa del Sol began to develop with the help of tax increment
financing (TIF) and tax increment development districts (TIDD). A number of
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planning and regulatory changes began in the 1990s but took until after 2000 to
implement. These elements represent the mode of development for future growth
in the city, including infill projects like the Rail Yard.
In the addition traditional gentrification of Artists that move into the
neighborhood and improve singe units, Barelas has seen infill development along
its edges and within its borders. Coal Avenue includes new housing, live/work
developments and affordable rental units. Infill housing and mixed use
development can be found in adjacent neighborhoods where more capital
investment has occurred. Downtown, EDo, and South Broadway neighborhoods
have each experienced growth. According to the Barelas Sector Plan revision in
2007, the neighborhood had “low levels of owner-occupied buildings, absentee
landlords and a high proportion of rental unit,” (Barelas Sector Plan, 6).
Landlords that have allowed the rental units occupied by low-income residents to
deteriorate, make more recent efforts at code enforcement and rehabilitation
more difficult.

Management of Growth-Establishing a Mode of Regulation
City/County Consolidation
Rabinowitz argues that the influx of new residents to the Albuquerque
region after the Second World War, who had different expectation of city
government and the services it should provide, pushed for reorganization and
city/county consolidation as early as 1940. A group of residents established a
formal committee by 1958 to “‘promote efficiency, uniformity, and economy in the
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government of the area of Bernalillo County, under circumstances where
metropolitan growth has substantially occupied such area and yet preserve the
non-metropolitan area and residents from unfair burdens of expense or restriction
in enterprises,’” (Rabinowitz, 1981, p. 29). A renewed consolidation campaign
reemerged in 1973 to address and prevent further ‘wasteful duplication of urban
services.’ This campaign was defeated by voters; however, consolidation of
infrastructure and other specific governmental functions, such as schools, has
occurred under the auspices of efficiency and economy.

Annexation
In this context, and the growth of surrounding communities such as Corrales and
Rio Rancho, the City government response to growth has been “additional
annexation (Rabinowitz, 1981, p. 31). This has occurred since growth between
1901 and 1940, which added 7.9 square miles to Albuquerque’s original 3.1
square miles via annexation (Biebel, 1985, p. 2). The pace of growth quickened
after 1940, aided by the federal programs described above and an aggressive
policy of annexation, including Old Town in 1949, Hoffmantown in 1950, Four
Hills in 1958 and Snaw Heights in 1952. Annexation continues today with an
additional 12,900 acres and an additional 55,000 respectively with Mesa del Sol
and SunCal master planned communities on the fringe of Albuquerque.

Streamlining and Modernizing City Government
This included a merit-based hiring system, Planning, Traffic and Parks and
Recreation departments, a city/county Air Pollution Control Board, Parking
Authority, Board of Standards and Appeals, and a planning commission and
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numerous citizen advisory boards between 1949 and 1955 (Rabinowitz, 1981, p.
31-32). At this time, traffic and parking surveys were undertaken and the city
purchased companies that provided garbage and bus services throughout the
city. Public works construction expanded between 1954 and 1958, with the
construction of four fire stations, two libraries, a downtown parking garage, and
four community centers. Additionally, the city paved 157 miles of streets and
expanded from 291 acres to 3,063 acres.

Governance Structure
In 1974, after rejecting city-county consolidation, voters approved a new
city charter that replaced the city commission/manager format with a city council
and mayor. David Rusk, elected in 1977 under the new format, faced a
challenge to maintain public service levels, manage economic development to
prevent the Uptown Center from decaying like Downtown, and avoiding
uncontrolled expansion on the west side, while faced with new federal spending
reductions and cutbacks (Rabinowitz, 1981, p. 34).

Promoting Growth—Shifting Mode of Regulation
Understanding the form and mode of regulation in Albuquerque explains
the massive suburban expansion between World War II and the present day.
However, in the past 15 years, the rules that govern development have changed
dramatically. These changes represent growth-promoting policy changes that
provide an overall structure, financing mechanisms, and alterations to perceived
obstacles to growth. Combined, the new mode of regulation allows Albuquerque
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to present itself as friendly to growth in general, and in particular, to infill growth
currently favored by Post Fordist/Creative Class projects.

Albuquerque/Bernalillo County Planned Growth Strategy
Begun in 1995 and completed in 1999, the Bernalillo County Planned
Growth Strategy (PGS) contains a number of principles that should guide future
planning efforts. Through these principles and the changes recommended in the
document, the plan’s writers posit that the city would show increased quality of
life for residents. The guiding principles are intended to allow the city to provide
services that accommodate steady growth. The services, such as capital
improvement projects, would be targeted to higher density activity centers and
the high volume transportation corridors that connect them. the city and county
would create incentives and allow for “density increases and mixed uses” in
these areas. Impact fees would be developed that assesses a change based on
the real cost of providing municipal services to new developments. Finally, utility
and road extensions would be coordinated “to assure orderly growth” (Planned
Growth Strategy, 2). The seven basic principles follow:

1. “Local government should play a proactive role in managing growth.
Growth should not be addressed in a piece-meal and reactive way, but
should be guided by a plan based on well-considered principles. The plan
should include the phasing and timing of growth by location.
2. The outcome of growth should be community, whether at the fringe or in
existing neighborhoods. We should build new neighborhoods at the fringe,
not just bedroom suburbs.
3. The existing community—its neighborhoods, school, and businesses—
should be the priority in terms of "vitality and development".
4. The infrastructure (streets, water and sewer systems, storm drainage,
schools, and other facilities) in existing neighborhoods should be
maintained, rehabilitated and the deficiencies corrected as a high priority.
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5. Urban growth should be supported in an efficient way. In other words,
grow first where urban infrastructure already is in place.
6. Don't just plan – implement.
7. Recommit ourselves to good planning and keep the community involved in
carrying out the growth plan.”
The plan recommends changes to regulatory structure in order to achieve
the principles. Contemporary laws and regulations that governed development,
such as capital improvement planning and land-use controls would not allow the
kind of development necessary to achieve the vision laid out in the plan.
Furthermore, coordination between the city and county and their departments
necessary to achieve strong centers and corridors and other elements of the plan
did not exist. To correct these shortcomings, the plan proposes “new, innovative
tools [that] are needed in order to direct growth to the centers, corridors,
redevelopment areas, and other subareas identified in the Preferred Alternative”
(Planned Growth Strategy, 219) shown in the table below..

Linkages between land use and transportation
Zoning and design standards
Exactions/Impact Fees/Development Agreement policies
Line Extension Policy
Transfer of Development Rights
Approaches to regionalism
Housing affordability and mixed-income communities
Other approaches and policies as appropriate
Table iii: Planned Growth Strategy Elements
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These elements draw upon New Urbanist approach to the form of
development, including regional architecture patterns and “traditional
neighborhood development.” Impact fees would help pay for the cost of
municipal services required by new development. These would be targeted to the
centers and corridors to incentivize growth in those areas.

Form Based Zones
The City adopted voluntary “Form Based Zones” (FBZ) in 2009, expressing the
new approach to zoning as “redress[ing] the gap that exists between present
development patterns and our community’s aspirations as expressed in the City /
County Comprehensive Plan and the Planned Growth Strategy” (cabq.com).
Traditional zoning focuses on land use. By contrast, form-based zones regulate
the form and type of a building. This includes the relationship of the building to
the street and the form of the neighborhood around it.
By shifting zoning to a visual presentation of the form of future
redevelopment, the city hopes that the current “highly unpredictable and
contentious processes between neighbors, the City and developers” (cabq.gov)
can be overcome. However, the application of the FBZ has caused some
neighborhood residents, including some in interviewed for this thesis, that the
new rules will “allow developers to more easily deviate from existing
neighborhood sector plans” (Childress, 2008, p. 1).

Impact Fees
Historically, property taxes funded the roads, water and sewer
infrastructure, and schools required by new residential and commercial
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development (Nelson, 2003, p.1). Facing a decline in these revenues during the
late 1970s, Florida and California enabled impact fees as a way to pay for the
costs of growth without increasing taxes on existing residents. A municipality may
charge new development a one-time fee that helps “pays for the construction or
expansion of off-site capital improvements” made necessary by the growth
(impactfees.com). The capital improvements benefit the new development and
help reduce the economic burden on local jurisdictions that accompany growth.
Impact fees are often presented a tool for financing local infrastructure needs in
growing communities that otherwise would not be able to fund infrastructure
improvements that sustain growth.
The local authority having jurisdiction determines the type of facilities that
may be assessed an impact fee. Within this jurisdiction, assessment districts may
include subdivisions where the impact fee varies. Based on “fair share studies”
and standardized pro-rata formulas, these fees differ from negotiated exactions,
which are determined on an ad hoc and project-by-project basis through the
development approval process (impactfees.com).
In 1993, the New Mexico state legislature passed the New Mexico
Development Fees Act of 1993. This enables counties and municipalities within
the state to create local impact fee legislation, including Albuquerque’s
ordinance. Beginning on July 1, 2005, Albuquerque used impact fees to fund
four kinds of major infrastructure; drainage facilities; parks, recreation, trails, and
open space; public safety facilities; and roadway facilities (Cabq.gov). The
developers of new commercial and residential buildings pay impact fees that
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“represent a fair, proportionate share of the cost of the parks, roads, drainage
facilities and public safety facilities necessary to serve that new development”
(Cabq.gov). The City’s Planning Department manages the program and outside
consultants determine the fee schedule through an established methodology. In
light of the recession and its affects on real estate development, especially the
housing market on the West Side of Albuquerque, the Albuquerque city council
passed a year-long moratorium on impact fees.

Tax Increment Financing
In 1952, California passed the first tax increment financing (TIF) law.
Today, nearly all states have some sort of TIF laws that act as both a financing
tool and a land development and improvement tool (Johnson, 1980, p. 5). The
state’s enabling legislation provides local governments the authority to designate
tax increment financing districts or tax increment development districts (TIDD).
Governed by a board, TIDDs are political subdivisions of the state. This means
they are separate and distinct from the municipality or county in which they are
located (NM Voices with Children, 2008).
Within a district, local governments finance capital projects intended to
promote economic development by earmarking property tax revenue from
increases in assessed values. This financing method uses the additional taxes
generated by a completed development within the district to pay for development
costs. The difference between the taxes before the development occurs and
after its completion is referred to as the "increment." (See graphic) (CABQ
Memo) TIDD boards issue bonds that anticipate the future revenue provide
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funding for improvements. Investors in TIDD bonds are intended to take all the
investment risks rather than local or state government (NM Voices for Children,
2008).

Figure viii: Tax Increment Financing
http://www.realtor.org/smart_growth.nsf/docfiles/TIFreport.pdf/$FILE/TIFreport.pd
f, accessed Sept. 7, 2010)
Initially, TIF had a limited purpose, financing the redevelopment of blighted
communities. However, in the 1980s, local governments endured significant
federal funding cuts for economic development and infrastructure projects. In
some states, TIFs and TIDD usage expanded to help local governments
“overcome problems associated with local fiscal stress” (Dye and Merriman,
2006, p. 1) TIDDs now finance commercial and industrial projects, land
acquisition, site development, property rehabilitation, road improvements, water
and sewer expansion, and building expansion.
Research on TIDDs indicated that while more growth occurs in these
areas, “Observing high growth in an area targeted for development is
unremarkable” (Dye and Merriman, 2006, p. 5). TIF can only finance economic
development; successful projects require skillful planning and actual
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opportunities for growth to occur. TIF can cannibalize the commercial land use in
a municipality, as it will tend to locate in the area with subsidy.

The First TIDD in NM
The 12,900-acre greenfield project on a mesa south of Albuquerque
owned by Forest City Covington NM, LLC, Mesa del Sol is the “largest
contiguous TIF district in U.S. history” (Cabq Memo). The unique New Mexico
enabling legislation allows for the capture of both property tax increment and the
gross receipt tax increment over the 25 year span of the district. This equates to
67% of the base increase for gross receipts and property taxes that would go to
the city, 75% of the state’s gross receipts taxes and up to 75% of the County of
Bernalillo. The City of Albuquerque projects the development potential to be
“25,000 houses and more than 1 million square feet of retail space,” a potential
tax diversion estimated “in excess of $500 million” (Cabq Memo).
Public Private Partnership
Public Private Partnerships (PPP) result in arrangements between private
entities and public entities to provide public services. A range combinations of
services and activities is possible, however in the case of real estate
development, municipalities may agree to provide revenue or land to a private
entity. An arrangement to provide specific benefits through contractual
arrangements or community benefits agreements may accompany this
transaction; in redevelopment projects, these benefits can include affordable
housing requirements or local hiring provisions. Increasingly, a municipality may
enter into a partnership as a reaction, without conducting analysis to demonstrate
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the need for such action (Walzer and Jacobs, 1998, 187). These partnerships
have played an increasingly significant role in urban revitalization programs
(Walzer and Jacobs, 1998, 187). Albuquerque has created a PPP out of the Rail
Yard by purchasing the site.

Setting for Redeveloping the Rail Yard
Albuquerque’s growth patterns created a “sprawling metroplex, a decentralized
urban field of daunting proportions” (Price, 2003, p. 32). This decentralization of
the former small town has occurred in spatial, racial, cultural, linguistic, and
religious dimensions. Albuquerque represents a metaphor for “emerging cities of
hybrid vigor that are reaching for a larger share of migratory global economy,
while struggling to preserve their local culture and sense of place” (Price, 2003,
p. 31).
Albuquerque’s history of demolishing historic structures has a splintering
effect on the different populations in the city. Without the physical markers
necessary for generating a conversation about the past, memories recede into
the minds of the communities and the individuals who hold them. These
memories contribute to fragmentation of social and political factions whose
unequal access creates the potential for treading on sacred ground without any
malicious intent. Each particular community context represents a home that has
a powerful connection for residents; this attachment helps explain the city’s
cultural fragmentation. Each of the geographic areas of the city, Uptown,
Downtown, Nob Hill, North Fourth Street, South Broadway, the Academy, South
Valley, North Valley, University area, Old Town, Northwest Mesa, Paradise Hills,
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Rio Rancho, and East Mesa operates independently and often without engaging
other groups or looking to precedent in other contexts before acting.
Adding to the complexity of conducting a stakeholder assessment for the
Rail Yard redevelopment is the assertion that Albuquerque’s fragmentation is
more than typical “ethnic and socioeconomic” issues, both “obvious and invisible
divisions” (Price, 117). These elements contribute to an archipelago of enclaves
within Albuquerque that do not share a common civic identity. The “islands of
culture, geography, language, politics, occupation and economic class” (Price,
2003, p. 118) create enough of an obstacle to promote fragmentation between
neighborhood groups. In this political vacuum, more a “loose confederation of
contexts” than a unified entity” (Price, 2003, p. 119), the “most historically
persistent and organized faction in Albuquerque is that of land speculators,
developers, the construction industry, banks, and savings and loans” (Price,
2003, p. 118). This isolation and the emergent reactions that each individual
context might bring to challenge the City’s growth agenda, however, the Rail
Yard redevelopment could allow for a historic element to be preserved for the
region.
The pattern of growth that created the tendency toward isolation
contributes to a relationship between those residents and interests that see the
city as a marketplace and those who see it as a sanctuary. Resolving this tension
requires “respectful growth,” where development is based on “continuing” the
features of the community that contributes to the cultural and emotional sense of
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place rather than development that severs the continuity, in a cultural, emotional
of physical way (Price, 2003, p. 139).

Rail Yard Historical Context
In his Historical Assessment of the Rail Yard, Chris Wilson cited the Rail
Yard as the “single most important factor in the development of Albuquerque
between 1880 and 1930,” (Wilson, 1). As the city’s largest employer, the Santa
Fe Railway helped transform “a farming village into a commercial and industrial
center” (Wilson, 1). Due to this central role, these “prominent reminders of this
important period in Albuquerque’s history” were viewed with pride in the
community as signs of “progress and prosperity,” (Wilson, 1).
Selected by the as a division point between the Atchison, Topeka and
Santa Fe railroad and Atlantic and Pacific Railroad meant that in addition to the
construction of a train depot, Albuquerque would also have division offices and
major repair shops. Construction was completed on the locomotive and train car
repair shops and a large roundhouse by the mid 1880s (Wilson, 1). This initial
capital investment attracted a number of other industries to collocate near the rail
yard. These businesses included a foundry, lumber and wool scouring mills, dry
goods, grocery and hardware warehouses (Wilson, 1). By 1919, the locomotive
workshops employed 970 Albuquerque residents, ¼ of the city’s workforce.
Edward Ripley, the president of the company from then until 1920, applied
two key influences to the company: Fordist/Taylorist efficiency management
/industrial production and in corporate image-making architectural design ideas
and neoclassical from the City Beautiful movement. Each of these elements

76

influenced the development and organization of the Rail Yard (Wilson, 1). The
three periods of development reflect three distinct three architectural styles on
the site: the depot was California mission style; the rustic Mediterranean fire
station; and the cutting edge industrial design of the shops.
Fordist industrial practices arrived in Albuquerque along with the depot,
shops and operations of the rail yard. The work at the Rail Yard employed an
extension of Taylorism, which shifted repair/production from the initial sight in
Chicago into the field. Taylorism’s application in the field extended the
production/maintenance process for the individual locomotive. The configuration
and procedures of the site simplified this and allowed the Rail Yard to overhaul
40 locomotives per month (Wilson, 6).

In addition, railroad management

attempted to standardize it’s product to reduce costs, improve efficiency and
increase profits: developing larger locomotives and rebuilding the rail line to
accommodate them, centralizing shops, employee bonuses and a pension
program, more detailed record keeping in the shops and the supply stores, an
apprenticeship system (Wilson, 3). Changes on site included the application of
the bonus system and record keeping, which greatly influenced the industrial
operations. Standardized schedules addressed each aspect of each kind of
locomotive repair activity by assigning times for the completion of each activity,
with bonuses for those completed in less than 1.5 the calculated time (Wilson, 3).
This system enabled management to identify, investigate, and remedy
components of the systems that operated below the required efficiency levels.
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In 1912, the Santa Fe Railway company approached the city of
Albuquerque to expand the inefficient Arizona & Pacific (A & P) locomotive
shops. The city provided funding purchase residential land between Bridge
Street, and Second Street and construction of this second phase began in 1914
and ended in 1915, including the roundhouse and the storehouse. A new
blacksmith shop began in 1916 along with the adjacent Flue Shop. The machine
shop began in 1922 completed in 1923 and the companion Boiler Shop was built
in 1922. The Fire House was built in 1924 (Wilson, 4).

Table iv: Existing Buildings at the Rail Yard SIte
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Construction of the Rail Yard site occurred in a number of different
phases; the transition in construction technology is visible in the buildings on site.
Older structures, such as the sheet metal shed and wood timber structure. The
roundhouse, storehouse and flue shop, built before World War I, are made from
Reinforced concrete. The Blacksmith Shop, built in 1917 uses steel frame
construction with “vestigial brick walls,” (Wilson, 5). The Machine and Boiler
Ships, built after the war, also employ steel frame with spans up to 86 feet and
“continuous glass curtain walls along the east-west sides,” (Wilson, 5). The
Roundhouse represents an early example of a standardized plan created by
Santa Fe’s engineering department in Chicago.
Around 1920, steam locomotives required regular maintenance after each
daily run of approximately 150 miles. Accordingly, the company located a repair
roundhouse tracks at this frequency, with Albuquerque division points in Las
Vegas, Gallup and San Marcial. Before the introduction of standardized parts,
regular maintenance at shops similar to those in Albuquerque would be
necessary at regular intervals. In 1935, the Santa Fe began experimenting with
diesel engines that would replace the steam locomotives due as cheaper to
operate, and running longer distances with longer intervals between required
maintenance. World War II postponed the transition and Albuquerque had an
increase of workers, with a peak of 1500. Santa Fe completed the transition to
diesel engines in 1956 and the San Bernardino, California and Cleburne, Texas
shops became the diesel locomotive shops for the company. At this time, the
Albuquerque facility transitioned to become the central facility for rail line repair,
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which did not require use of the shops and required only 200 employees (Wilson,
9).

Transition to a Relic and Informal Use of the Space
Located immediately south of downtown Albuquerque, the locomotive
shops have been idle and the property more-or-less unused since the
replacement of steam locomotives with diesel engines in about 1962. The
structures on the site have considerable historic value, and proposals for the reuse of the site must assume the rehabilitation and re-use of most of these
buildings. The redevelopment of this property is expected to provide a unique
physical asset to the City and neighboring communities, in its urban form, sense
of place, and economic vitality. (CREATE AND INSERT IMAGES of graffiti and
vandalism).

Rail Yard Redevelopment Context
The City of Albuquerque acquired the deed to this property in November
2007, with funds from grants from the State of New Mexico and commitments
from the City in the form of Workforce Housing General Obligation Bonds. These
efforts ensure the non-profit Wheels Museum will be a tenant and at least 30
units of affordable housing must be developed on the site.
In the Winter of 2008, The City of Albuquerque, (Mayor Martin J. Chávez
and District 3 City Councilor Isaac Benton), the Wheels Museum, and the
University of New Mexico’s School of Architecture & Planning cosponsored a
panel of ULI members to develop a set of highest and best uses for the rail yard
site. The group conducted a number of interviews with a broad range of
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stakeholders, analyzed data collected on the residential and commercial real
estate markets in the city and presented their findings in a public presentation
and booklet entitled “Albuquerque Rail Yards” (Appendix B).
The sponsors provided the ULI Advisory Services Panel with an
“assignment” and a series of questions to answer when examining the 27-acre
property of the Old Santa Fe Rail Yards. The sponsors asked the panel develop
and analyze specific alternatives and make recommendations for the highest and
best use of the historic locomotive repair shops and surrounding acreage and
buildings. These alternatives and recommendations were to consider the context
of the city and its neighborhoods and assume the “inclusion of the Wheels
Museum, along with economically viable commercial and/or housing options for
the remainder of the site,” (ULI, 2008, p. 6).
The process was intended to give the Barelas neighborhood “a major
voice in any proposed redevelopment,” including possible employment
opportunities and the effect of redevelopment on the community, specifically
addressing gentrification. The ULI considered input from the South Broadway
neighborhood as well.
The Final ULI reports contains numerous frames the redevelopment as an
“opportunity for Barelas, South Broadway, and downtown Albuquerque to enrich
their respective individual identities while rallying around a new collective identity
to whose development each is crucial.” With this sentiment, the redevelopment
can be presented as a potential “force of unification for the communities, the city,
and the state of New Mexico” (ULI, 2008, p. 8). The recommendations go on to
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provide a formula for a “large-scale, mixed-use redevelopment program” (ULI,
2008, p. 10). Social and economic impediments stand in the way of achieving
this goal.
The ULI cast a broad net, recognizing that opportunities exist for a number
of uses—specialized manufacturers, performing arts facilities, a public market,
film studio operations, departments or specialized training programs of the
University of New Mexico, a charter school and the WHEELS Museum (ULI,
2008, p. 10). However, given the downturn in the market, the ULI did not make
specific recommendations other than an anchor would need to found in addition
to the Museum.
The ULI presented a number of predevelopment projects that would need
to be undertaken by the city to make the Rail Yard “as appealing as possible” to
potential developers. The list of recommended predevelopment projects include
environmental remediation, resolving the BNSF easements on the site, and
creating a special, zoning district for the site, distinct from the existing Barelas
Sector Plan (ULI, 2008, p. 12).
Other predevelopment activities should include, “environmental
remediation, demolition of nonessential buildings, and selection of a nonprofit
entity to oversee the construction of the 30 units of workforce housing” (ULI,
2008, p. 12). Once resolved, the city should select an experienced master
developer to oversee the redevelopment and then initiate a planning process.
Given the scale of the site and the number of different structure, the ULI believed
that no single use would take over the entire site. In addition, the development of
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the site should be phased in order to create a financially viable mixture of uses
over time.
The eventual uses of the site are clouded by the economic downturn and
competition with from the existing and developing activity centers within
Albuquerque. With so many competing regional activity centers, the market
cannot support regional anchors. Furthermore, community anchors such as
ethnic specialty market, discount department stores, or a grocery
store/supermarket would be more appropriate than regional anchors. Office
space does not seem like appropriate use because the current regional rents are
significantly lower than what could be financed by a new development and the
location is not ideal. Lack of truck connectivity and co-locating uses discourages
industrial uses, with the notable exception of film studios or prefab housing
manufacturers (ULI, 2008, p. 15). Currently, the site is also not particularly well
suited for a hotel/convention center, although it could become more feasible after
several successful phases of mixed use development.
Market rate housing would be too expensive to justify on the site,
however, the ULI seems to suggest that workforce housing “opportunities exist”
in the short term for “artists and young people.” In the longer term, the ULI
suggests market rate housing targeted to “younger single people and childless
couples who value proximity to work or transit and do not depend on local
schools.” ULI suggests that this market could be captured if the redevelopment
“emphasize[s] the quality of public spaces and provide a variety of units to appeal
to different segments of the market, including townhouses, duplexes, loft
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apartments, and conventional three- to four-story apartment buildings,” (ULI,
2008, p. 16).
Like other uses, retail faces complications that seem prohibitive: uncertain
visibility and access; the presence of historic buildings are sized differently than
traditional, market ready commercial development properties; ongoing site
planning and phased development, access and parking challenges (ULI, 2008, p.
20). Also, until a demographic for the end users of the site is determined, it will
be difficult to program the space with appropriate retail activity.
Finally, to specifically address the requests of the Barelas Community
interview participants, the ULI Panel said that “[s]maller, convenience-oriented
businesses, such as a coin-operated laundry, have also been proposed as a
needed amenity accompanying redevelopment. Unlike a grocery store, however,
such businesses could be accommodated on 4th Street or as part of a larger,
targeted local economic development effort focused on promoting commercial
activity nodes,” (ULI, 2008, p. 20).
The ULI concludes that the development is complex, that traditional uses
and approaches will not create a feasible development. Essentially, the Rail Yard
will be a successful development only if the right major user or group of users
arrives to “take advantage of the historic buildings with limited changes, bring
their own funding, and draw regional support” (ULI, 2008, p. 21).
Successful redevelopment might occur around a number of different uses;
however, these anchors are “not likely to emerge from analyzing the current
market.” The anchor user must be drawn into the development opportunity or
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recruited by the master developer. This enticement will likely require subsidy or
concessions from the city, the state, and other entities. “The city will need to
attract the developer and the major user and then plan the redevelopment
together with the community” (ULI, 2008, p., 21).

Conclusion
The historical context places the redevelopment in the context of Albuquerque’s
growth. After an initial transition from an agricultural outpost to a stop on the
railroad network, Albuquerque has spent decades encouraging suburban
development. This includes using federal monies to fund infrastructure and
housing, as well as creating local rules and regulations that govern development,
such as Comprehensive Plans, Sector Plan, Growth Plans, and financial
regulatory mechanisms, such as IRB, TIDD, TIF and impact fees. After
establishing this framework and the specific history of the Rail Yard, the thesis
follows Soja’s advice, turning to investigate the social element to provide a more
holistic understanding of the redevelopment of the Rail Yard from the perspective
of community residents and activists.
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CHAPTER V: ASSESSMENT OF STAKEHOLDER
INTERVIEWS
Introduction
The assessment presents shared and conflicting concerns presented by
community members in the neighborhoods adjacent to the Rail Yard. The
stakeholder interviews elicited themes, dilemmas and ideas regarding the claims,
capacity, and access to decision-makers of the participants. As with a traditional
stakeholder assessment, the information is organized into two sections. The first
section contains Themes and Dilemmas, exploring broad undercurrents that
emerged from the interviewers. The second section contains Prominent, Unique
and Insightful Ideas and uses more focused information from the interviews.

Themes
Redevelopment should leave the neighborhood a better place.
“Rail Yard should be sensitive to the neighbors. How does [the
redevelopment] work, fit or conflict?”

The specific cultural, historical and spatial relationships of the
communities around the Rail Yard are not understood or valued in the profitmaking, bottom line perspective of cookie-cutter developments. The severed
spatial, historical, and cultural ties between the site and the surrounding
communities should be reconnected as a result of any redevelopment.

The interviews provided a number of visions for how the redevelopment
could make the neighborhood a better place:
o Gateway community space
o European Shops and Cafes
o A full range of housing opportunities
o A land-trust to preserve cultural space
o Employment opportunities
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o
o
o
o
o

Create multimodal access to the site.
Retain the possibility of safe industrial uses, like an urban tree farm.
Provide space for youth
Daily needs commercial that does not exist in downtown
Communal gathering space that recognizes historic identity and
nurture the growth of that identity through to the present

The interviews revealed some desired land use that interviewees felt
would make the neighborhood a better place:
o Co-op Grocery Store
o Permanently affordable housing
o Mixed income housing
o Mixed Use

Safety is crucial to current residents and redevelopment
No interviewees viewed the Rail Yard as a safe place. Redevelopment of
the site should address three main issues in order to positively impact the
surrounding neighborhoods:

o Remediate brownfield contamination and, perhaps more importantly
brownfield concerns;
o Access to and through the site for neighborhood residents;
o Reverse the creeping blight and homeless incursion from the site.

A Successful Community-Based Process is possible
“…an open dialogue to put out ideas, and have those ideas respected.”
“…allow people from different walks of life to see they have points of
agreement.”

Despite the visions, community members are fearful that they as
individuals or as groups might be shut out from the dialogue, the process, and as
a result, shut out from the benefits of redevelopment or the site itself. The
neighborhood should participate in the process. Such participation will work if it:
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o
o
o
o
o
o
o
o
o

allows an honest, open dialogue
has transparency
embraces the unique potential and constraints of the site
provides impartial technical experts who can evaluate ideas,
bring together the neighborhoods historically connected to the site of
redevelopment
bring together those historic neighborhoods and the potentially
connected (Downtown, Edo)
a community-driven dialogue about race, class and capitalism, would
be a prerequisite to conversation with a developer
identify and activate informal neighborhood actors by making the
meetings more human, less formal and more open to suggestions
how can outsiders initiate redevelopment?; (Neighborhoods must
initiate)

Dilemmas
What is the name of the site?
A number of different names for the site emerged during the course of this
thesis. Groups have chosen specific names as a way to lay claims to the site and
to invalidate the name and claims of other groups. Names used for the site
include:
o
o
o
o
o

The Rail Yard
The Barelas Rail Yard
The Albuquerque Rail Yards
The Santa Fe Shops
Albuquerque Locomotive Shops

Future users: Who will use the redeveloped Rail Yard and what will
they use it for?
Can the different lifestyles coexist in and around that space—can the
social capital networks of the surrounding communities coexist with the creative
class networks and/or other new resigents that might flow into the space?
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What will be the future identity of the site?
“The neighborhoods are done being taken advantage of but have not
figured out how to get what they want.”
“The redevelopment could be able creating jobs for local residents and
creating affordable housing for their families.”
The idea that the existing identity and affordability of the space should be
recognized and understood and a new “false” identity should not be fabricated to
attract creative class types to the redeveloped rail yard. The site cannot be
planned with a “contemporary redevelopment model” especially one that is “cut
and pasted” from elsewhere.

Legitimacy
Questions remain over who has standing to participate in the dialogue
about redevelopment. Previous redevelopment efforts have been initiated by
outsiders, who have come to the community with a nearly complete proposal.
Unsuccessful in redeveloping the site, the prior processes did not engage the
communities in a meaningful way. Current processes and groups operating in
the neighborhood also asked insightful questions:
“Can a process initiated by outsiders and only responded to by the
community achieve the multiple things above themes?”
“How can an outsider propose change to this cultural landscape and not
fuck with the patrimony?”
What can the community do to shape the redevelopment process?

Prominent Ideas
Tiered “claims” of site ownership
Several interviewees articulated an understanding that, although the
residents in the communities adjacent to the Rail Yard had a strong sense of
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ownership, the nature of the redevelopment project means residents from other
neighborhoods and across the city would have a stake in the redeveloped space.
For example, one resident said that by virtue of tax payer funding, other residents
are entitled to benefits of the redevelopment and another stated that it should be
a destination for locals to take visitors to the city. Within the tiered claims to the
site, those who would be most impacted should have the most say and the most
input from the redevelopment. The theme that the project do no harm to the
neighborhood echoed in what many local people said.

Although there is no

clear way to resolve this in practice the idea reflects how deeply locals feel and
how strongly they will advocate for a say in the redevelopment process.
In part, the potential for this sense of “co-ownership” of the site comes
from the rail yard’s continued existence. Unlike many of Albuquerque’s other
historic structures, the Rail Yard continues the physical connection to the past,
part of Albuquerque’s history when the city transformed and grew from a village
into a modern town.

Amenities/Do no harm
Several interviewees expressed their belief that the site is a delicate
space surrounded by businesses that are just hanging on and historic
neighborhoods that have mixed racial, income, social and cultural groups. Within
this context, traditional residents and the life ways supported by the cultural
landscape would be put at further risk if a redevelopment approach commodified
the space and does not respect the community. Residents either preferred
developing a way to articulate this landscape and tell their stories in a format that
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developers can understand or by creating the redevelopment from their
perspective.
A common theme was that the redevelopment should include amenities
that existing residents need but do not have close by, without jeopardizing the
surrounding local business. Fear of gentrification is an undercurrent that shapes
this entire discussion. Although not in full swing, the neighborhood certainly has
the potential to be gentrified if the redevelopment takes off. The redevelopment
will change the cultural landscape of the place and bring new residents into the
community. So, this is a legitimate concern. Unfortunately, instead of generating
action, the discussion has tended to create anxiety.

Nexus/central place
The idea that this was an economic and cultural hearth for the region
cannot be denied. Nor can the fact that the loss of economic activities has
drained the communities. However, the cultural roots of the land and the people
who lived there need to be expressed by the remaining residents. In order to
provide some context, several interviewees suggested that I read Rudolpho
Anaya’s Heart of Aztlan, which is a fictional account of the lives of neighborhood
residents in 1960s. This novel describes a juxtaposition of cultural landscapes
and a transition to industrialized culture from pastoral landscapes. Barelas today
reflects the commingling of these spaces.
During the interviews, people described the importance of the
neighborhood and struggled with how this could be effectively communicated to a
developer. Although only one person directly referenced Anaya’s novel, their
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sentiments echo some of the text’s themes. According to the interviews, “people
have a special feeling about Barelas;” “[t]his has been some residents’
neighborhood for generations” and the developer must “[r]ecognize the blood
sweat and tears that residents poured into the site.

Businesses accessible and suitable for existing residents (daily
needs/commercial/co-op)
During the interviews the residents I spoke with expressed strong
concerns about the eventual users of the site. They strongly feel that the
community should be allowed access to the site and would like to see the
redevelopment take care of their daily shopping needs and they disagreed with
the ULI suggestion that those kinds of businesses should be located on 4th
Street.

Open space
Interviewees suggested several ideas for open spaces; from permaculture
gardens to an interpretive site that tells the community’s story from their
perspective to a space for youth. They also wanted to reconnect with this site,
both physically and in some cases, spiritually. In terms of the final
redevelopment of the space, this means having access to the site without a
requirement of consumption, either in the form of purchases from business or by
paying fees for access.
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Green Building
Several interviewees discussed the opportunity to incorporate green
building elements into the final design for the Rail Yard buildings. Peoples’
reasons for recommending green measures varied. One individual saw this as an
ideal opportunity to transform a brownfield industrial landscape into a postmodern design with use centered on sustainability. Another individual saw the
inclusion of energy efficiency and renewable energy technologies as a way to
make the development more affordable for the new residents and businesses
that would occupy the site. One person expressed the idea that this could be
used to display current construction ‘best practices’, an example for the region
and the country in adaptive reuse of historic structures. Finally, one suggested
redeveloping the site as an open ended permaculture, which would serve as a
counter-point to the creative destruction cycle of capitalism.

Conflict
Currently there are several groups that have some form community-based
political power in the communities surrounding the Rail Yard. They include the
Barelas Neighborhood Association, Barelas Community Coalition, Barelas CDC,
United South Broadway and various neighborhood associations in the South
Broadway neighborhoods. Institutions like schools, churches, long-standing
businesses, the Wheels Museum, and the Hispano Chamber of Commerce also
exert influence. Finally, political leaders in the community exert influence over
the site, including the Mayor, local City Councilor, County Commissioner, State
Representative and State Senator.
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Interviewees stated that many neighborhood residents who are
stakeholders in this process do not participate in the formalized structures
mentioned above. They also said that the groups listed above have many internal
differences of opinion. It’s true that during the course of decades of engagement
and participation in neighborhood politics these groups have developed working
relationships. But in some cases their positions have also become antagonistic
and adversarial. Planning fatigue has set in for some long time participants.
They mentioned that some people who were formerly involved have become
disengaged, either disenchanted with the process or made to feel unwelcome by
other participants.

Outsiders
There is an insider/outsider tension that runs through the interviews in the
historic neighborhoods surrounding Albuquerque’s downtown; Barelas and South
Broadway are no different. Among the group I interviewed, this tension
manifested itself in the following forms. Several described participating in
processes that were initiated by outsiders, (e.g., the Urban Land Institute,
University of New Mexico’s Design and Planning Assistance Center charrettes,
city charrettes, and developer-driven charrettes). None talked about participating
in a process of, by and for residents.
One talked about participating in brownbag discussions, platicas, initiated
at the request of the Barelas Neighborhood Association by Resource Center for
Raza Planning. These brought experts to community members to discuss
specific topics of concern to them. Interviewees described the existing
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community-driven processes lead by the Barelas Community Coalition (BCC)
and the Barelas Neighborhood Association (BNA) as wanting to control what is
going on and prevent new ideas from usurping the priority of group leaders.
Another interviewee pointed out that the BCC relies heavily on outsiders for
technical assistance and labor.
One interviewee suggested that the pattern of participating in outsiderlead processes must stop and that success in redevelopment of the rail yard from
the neighborhood perspective would require that the neighborhoods get together
on their own accord first and discuss complex issues related to poverty and race
before engaging the political power structure.

“Outsiders” involved within the neighborhood redevelopment
process:
•
•
•
•

University of New Mexico and Design and Planning Assistance Center
Gentrifiers involved with the Barelas Neighborhood Association and
the Barelas Community Coalition (BCC)
Community Development Corporation in Barelas
“BCC organizer doesn’t live there” and “new residents have power”
and “access to local politicians”

Capacity
A realistic question that a resident asked aloud is “Do community groups
have the technical and political skills to do everything on their own?” No, they
answered. But some of the neighborhood activists are still fearful of asking for
assistance and thus tend to not get anything done.
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Gentrification
Concerns over the end users are justified further by the types of projects
that have been built downtown since the Downtown 2010 Plan was adopted.
These include: high-end, “creative class” style developments like the EDoAlbuquerque High, restaurants, Flying Star and the Silver Street Lofts, The Gold
Street Lofts, the Theater Complex, the stalled Anasazi apartments and the
general Bar culture downtown. More recently, some townhomes and affordable
housing projects have begun to emerge within the Albuquerque core. But there
is still a heavy preponderance of high end development. The city administration’s
choice to bring in the ULI to develop a ‘highest and best use’ plan for the site
further contributes to these specific concerns, as that is typically the sort of
project they promote. At least one interviewee suggested that the creative class
and the neighborhood residents cannot coexist in the same space; the creative
class, if it comes, will push out the long-time residents. Another resident
acknowledge the likelihood of gentrification; “neighborhoods are on a cycle and
residents move through a place and the cycle keeps going.” The relationship
between these two ideas is extremely important for community members to
understand. Gentrification in Barelas today entails individuals and families
moving into the neighborhood and renovating the homes they live in. Typically,
these people are artists, and contribute their aesthetics to the eclectic
neighborhood. Creative Class redevelopment projects represent a form of
intensified gentrification that creates pockets of space for relatively wealthy
residents while actively and passively excluding other income groups.
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Unique Ideas
In addition to the common ideas, several interviewees had particularly insightful
comments. These include:
•
•
•

A desire for redevelopment that acknowledges the existing identity of the
space and does not attempt to create a new identity.
Members of the community are fearful at the prospect of being shut out of
the space if redevelopment is by and for outsiders.
Concerns that people with different lifestyles need to be allowed to coexist
.
The above concepts revolve around a central dilemma about the eventual

users of the site. The rail yard had an identity and this should be recognized by
any developer working at the site. Although there is not any real articulation of
the site’s identity within the neighborhood in the interviews, there is without any
doubt a connection to the space felt by many members of the community. There
is recognition that the site will not be redeveloped for Barelas. There are also
long memories of the imposition of institutional developments located within the
community that have been perceived as negatives for the community; the zoo,
National Hispanic Cultural Center (NHCC), closure of Fourth Street at civic
Plaza, Central Avenue and the NHCC.
These comments demonstrate an understanding by its members of the
relative inability of this community to resist development pressure that is
supported by city administrations. Conflict with the now defunct CDC
exacerbated the situation and strengthened community mistrust of and
opposition to administrative power. Finally, the neighborhood does not seem to
have robust political connections. While this may be changing, there is limited
organized political influence in the community other than specific negative
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reactions, such and the response to the original proposal to develop 7th and Iron
Apartments under grandfathered land use. Currently, the Sawmill Community
Land Trust has received Workforce Housing funding from the city to redevelop
that site into affordable housing.
Additional ideas in this area include:
“These historic neighborhood spaces have been experimented on by the city and
developers to increase density and this speculation has lead to displacement.

“Displacement has a racial component and leads to sprawl.”

“A community-centered dialogue should occur prior to any discussion with a
developer.”

One resident referred to the site as a “Post-apocalyptic space reflecting
isolation.”

Another interviewer was not as harsh in the description as “post-apocalyptic,” but
described the isolation that occurs in physical and social terms, saying “safety of
the site and access to the site are concerns for redevelopment.”

One resident addressed the homeless in an unexpected way, suggesting that
“homeless individuals should not be excluded from the space.” The needs of this
group have not been brought into the discussion about redevelopment. Balancing
profit, neighborhood and homeless concerns will be a complicated discussion.

The isolation from the South Broadway neighborhoods is more pronounced. The
eastern edge of the site contains functioning rail road tracks. Unlike the western
edge, there is no street access. The edge abuts a fenced-off stormwater
retention pond and a neighborhood street. There are three blocks between the
tracks and the South Broadway, an auto-oriented commercial corridor.

Table v: Additional Ideas
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Analysis of Stakeholder Themes, Dilemmas and Unique Ideas
Amenities/Do no harm
I believe that this is an important point to discuss, but more work is
required to translate this desire into architectural programming for the new
development. This idea relates to the fear that existing businesses will be
hindered by careless redevelopment. Also, there are amenities missing from the
historic neighborhoods surrounding downtown and the Rail Yard, including a
grocery store and commercial retail that provides for resident’s daily needs.
However, there has never been a systematic assessment of the
businesses in the neighborhood, the types of services they provide and their
market share. This economic assessment of small businesses and services
would be a first step to identifying the types of services and land uses that do not
currently exist in the area. Then, these missing elements could be plugged into a
redevelopment pro-forma and their potential viability determined.
The issue of competition with the current businesses is also a difficult
dilemma, the new businesses that come into the Rail Yard will likely serve
different markets and provide different services that currently available in the
neighborhoods. However, there is no guarantee that current businesses will be
able to compete with new venues in the redeveloped Rail Yard. I think that
improving connectivity could help address some of the challenges here, by
drawing the Rail Yard’s new users and residents to those businesses that remain
within the surrounding neighborhoods.
The issue of new local business was not thoroughly investigated in my
research process, but should be part of an internal community dialogue…how
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can the neighborhood encourage “community” development or development that
aligns with “community” values.

Nexus/central place
The neighborhood was a point of transition for many families. The shift
from agricultural/pastoral to industrial might have taken a generation, but the
children of the neighborhoods often sought affordable housing opportunities on
the West Side of Albuquerque and elsewhere.

Open space accessible to the community
I believe the desire for access and connectivity is an important because it
indirectly articulates the fear of being shut out of the site, physically and
economically. The desire for access/connectivity, for reconnecting with a historic
space, is important to address in the discussion or the site’s future. A gathering
space of some kind, whether a community gateway off-site or space within the
site itself would allow community members to visit and enjoy the space on their
own term. Free access to the site would not be possible if the site became a
closed campus.

Capacity
Currently, no single group has the capacity to redevelop the Rail Yard
according to their vision. Pieces of this capacity exist in the community, including
limited access to politicians and limited experience with affordable housing
development. However, outsiders bring technical skill to the development
process. They can organize around emergent issues and try to fend off
particular projects like the apartments/affordable housing project at 7th and Iron.
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But success at that smaller scale and with that type of initiative is significantly
different than influencing the redevelopment of the Rail Yard. That will require a
sustained effort over the course of months and years. Participation in the ongoing
negotiation about the space will lead to political engagements beyond those of
the neighborhood.

Conflict
The conflict presented above makes it clear that no one group speaks for
the entire community. Further, there is internal conflict between and among
several of the groups. Community participants in the redevelopment of the site
will need to understand this weakness and be ready to deal with the existing
political landscape in a unified way to achieve their desired outcome. Otherwise,
once a development partner comes to the table with funding and financing for a
project, the fractured landscape could be exploited by stakeholders with political
power to achieve their desired end result. That outcome could very well be
damaging to the more grassroots elements of the community.
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CHAPTER VI: CASE STUDIES
Introduction
The community could benefit from understanding how other communities
have developed capacity and expertise necessary to influence the process of
redevelopment and the outcomes achieved by their action. The case studies
show three approaches to shaping the redevelopment of a site, including those
lead by community development corporations (CDC), those lead by developers,
and those with community benefits agreements (CBA). Drawn from those three
process types, case studies highlight points of interest that emerged from the
stakeholder interviews. Outcomes include affordable housing, community
access, and how to serve a range of potential end users at the site. These case
studies will be followed with a suggested “next steps” process for the
neighborhood to pursue.

Fox Courts, Oakland
Introduction
Fox Courts is an affordable housing development within a neighborhood
that has been targeted for large-scale market-rate redevelopment by the City of
Oakland. Part of the Uptown District in Downtown Oakland, California the
development will have over 800 market rate units and these 80 units of
“permanent affordable apartments for families, people with special needs,
individuals, and seniors with incomes ranging between 30% and 60% of the Area
Median Income” (http://www.rcdev.org/what_development_fox.html). In this
context, residents organized a coalition to create a stand-along affordable
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housing development that is integrated into market rate expansion within an
established neighborhood. The Oakland-based Coalition for Workforce Housing
worked for over a decade to engage the City proposal to subsidize market rate
residential development as a way to revitalize the downtown area with trendy
New Urbanist-style development of an Arts and Entertainment District. In order to
accomplish this green building project, the developer acquired an array of
funding. The green features in this project, like those requested by interviewees
make the units healthier and more affordable for tenants and building operators
in the long-term.

Process
The Fox Courts affordable housing development is part of a much larger
redevelopment effort in Oakland. Historic disinvestment and gentrification funded
by the dot-com bubble paved the way for more aggressive redevelopment of the
historic core of Oakland. In the mid-1990s, “a consensus emerged among
developers, politicians, and other city officials that market-rate residential
development was the best strategy for revitalizing the city’s downtown” (Sheldon,
1, 2009). The City of Oakland subsequently developed the 10K Housing
Initiative, which saught to bring 10,000 new residents to the downtown
neighborhoods, creating transit-oriented development with “elegantly dense”
(Salazar, 178, 2008) housing and an “upscale 24 hour commercial economy”
(Ibid). Oakland’s Uptown District redevelopment area represents a significant
change from small-scale infill redevelopment efforts of local non-profits to a large
scale, New Urbanist project planned by Peter Calthorpe and developed by Forest
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City West. Uptown is part of an “Arts & Entertainment” district that features
“historic theaters, art galleries, music venues, dining and shopping”
(http://www.theuptown.net/pdf/Uptown_4fold.pdf).
New residents able to pay higher rents displaced both low-income tenants
and artists already living in the area. In response, a coalition of residents,
activists, labor unions and church congregations organized a campaign to
educate residents on tenant rights and to oppose the City’s decision to provide
subsidy to developments that further gentrified the neighborhood (Salazar, 180,
2008). In 2002, volunteer architects and planners worked with community
members to create an affordable housing design for the Uptown project. This
insurgent plan showed that the community’s could accomplish their desire for
affordable housing and services “without significantly changing Forest City’s
development plans,” (Salazar, 182, 2008). In 2003, neighborhood leaders and
activists took demonstrative part in a charrette, showing their affordable housing
counter-proposal that included. The group also acted as a public-policy
watchdog, analyzing proposed subsidies and making recommendations that they
believe would both benefit tax-payers and more directly serve community needs
(Ibid.). The alternative proposal demonstrated the “feasibility and financial
viability” of affordable housing (Sheldon, 2009, 6). This negotiating tool allowed
the Coalition to push for the specific demands: “more affordable units,
acceptance of Section 8 vouchers, and that there be more larger units to
accommodate families,” (Ibid.). After two years of negotiations, the percentage of
affordable units rose to 20% and the developer designated an entire block for
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affordable housing, with subsidy initially targeted for the for-profit developer going
to the affordable housing developer. As a result of there efforts, Fox Courts
opened in 2009. As mentioned by interviewees, the development demonstrates
the ability of affordable housing development to serve both individuals and
families, as well as provide services for low-income residents.

Conclusion
Although smaller than the other case studies, this project provides a
number of examples that can be applied to the Rail Yard. Fox Courts integrates
community services into a permanently affordable housing development that
serves low income residents at 30% and 60% of the Area Median Income. The
site is location efficient, along transportation corridor and increases affordability
further by applying green building techniques that meet the Enterprise Green
Community Standards and exceed the California Building Standards Code by
over 15%. The specific green features include:
•
•
•
•
•
•
•
•

photovoltaic electrical systems for all common area loads,
passive heating and cooling and maximum day lighting to minimize HVAC
and electrical needs,
solar thermal panels for radiant hydronic space heating,
CRI Green Label carpeting,
low or no-VOC paints and low or no formaldehyde cabinets,
drought-tolerant landscaping,
bioswales for on-site storm water management,
Energy Star appliances in all units.
Residents and activists, not design professionals, initiated and drove the

community design process used for Fox Courts. The desired outcome was not
aesthetic, but “to help achieve political, economic and social change” that “was
one step in a process of building neighborhood power” (Ibid.). By proving the
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viability of the affordable housing portion of the larger redevelopment effort, the
coalition opened the door to negotiate with the city and the developer with a level
of credibility that further leveraged their support within the community. The ability
of the creative class residents and low-income residents to live side by side
remains to be seen.
The relationship between market-rate and carved-out space for
affordability may be useful if the outcome of the community-based process in
Barelas is a desire to partner with technical experts to produce housing
affordable to residents. This type of project could be something similar to the
recent mixed affordable housing developments in the Downtown Albuquerque
area, including South Broadway Lofts, Downtown @ 700 and Silver Gardens.
Developing stand-alone affordable housing either located on or off the Rail Yard
site, might be a step along the way to influencing the Rail Yard or could be part of
a project on the site itself. Furthermore, Fox Courts demonstrates the green
building and connectivity desired by interviewees is achievable at Fox Courts.
This location-efficient project helps solve the transportation challenges that many
low-income workers face (http://www.rcdev.org/news_press_091002.html). The
affordability of the development is governed by federal rules; however, the
interaction with the surrounding market-rate development will take years to
establish.
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Gates Factory, Denver
Introduction
The Gates Factory, like the Barelas Rail Yard is a vacant and
contaminated former industrial site. Unlike the Rail Yard, the project represents
on piece of a much larger planning effort, known as Blue Print Denver. This long
range planning document expects to accommodate anticipated growth in the
“Front Range Region” in a network of interconnected transportation corridors and
station areas (Blue Print Denver). The plan describes the Gates Factory as “a
singular opportunity” for “high density housing, employment” and is a “perfect
blend of uses and access to create a model TOD.” Transit-oriented development,
is an area with combination of relatively high density residential, commercial and
other land uses that encourages access to public transportation. The 50 acre infill site is 10-15 minutes by train to major centers, approximately 2 miles to
Downtown Denver. In addition to transit accessibility, the site is located at a
nexus of two major arterials and I-25. Stable, attractive neighborhoods surround
the periphery of the site and new infill projects have been developed to the south
of the station area.
In addition to connections established by the regional plan, the scale of
the project required partnerships between the developer, Cherokee Gates, and
the Denver Urban Redevelopment Authority. This partnership combined
considerable expertise and experience with brownfields, master planning,
development, management as well as financing mechanisms necessary to
attempt redeveloping the Gate Rubber Factory. Adjacent developments intended
to complement the station area include a parking garage, office space and
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market rate housing. Funding for the site includes Tax Increment Financing and
Public Improvement District financing that totals $126 million. The first phase of
the project entails remediation of the Gates Factory site. Once completed, there
will be several phases of redevelopment over 10 to 15 years to create a special
mixed use district. Activism by community stakeholders led to the inclusion of
both affordable for-sale and rental housing on the site.

Process
Although city bureaucracy and the regional transportation district initiated
the initial development process, community members, like the interviewees,
wanted the development to be as compatible with their existing neighborhoods
as possible. To achieve this, neighborhood leaders worked with the Front Range
Economic Strategy Center (FRESC) to organize themselves around a community
benefits agreement and on-site affordable housing. The affordable housing for
this development will be at income ranges that would be affordable to many
Barelas residents.
The planning process essentially had two-parts. The first dealt with broad
details, and the subsequent process worked with more narrowly defined
stakeholders on affordable housing and community benefits. The project included
a substantial public outreach campaign, which began with 45,000 postcards.
These invited residents to one of eight neighborhood meetings. Over 300
neighbors and interested persons attended meetings held by the Cherokee
Denver Redevelopment Advisory Committee (CDRAC). Together, a total of 30
meetings covered a wide range of topics: Rezoning, Environmental, General
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Development Plan, Design Guidelines, Public Finance. Based on the outcomes
from these meetings, the CDRAC held five Presentations to Community Groups.
Meetings also covered specific aspects of the redevelopment. The first took
members on city-wide tour that discussed Design Guidelines. Three subsequent
meetings, sponsored by members of city council, Denver Environmental Health,
and EPA, discussed the environmental aspects of the site. Finally, the group
held multiple meetings with stakeholders to discuss the affordable housing plan.

Conclusion
The redevelopment of the Gates Factory is similar to the Rail Yard; a large
scale redevelopment of a defunct industrial facility located next to major transit
corridors and established neighborhoods. Currently stalled as a result of the
financial crisis, the development shows the importance of moving beyond
community organizing to complete a project. Without an outcome, no benefits
accrue to the community. Residents in Barelas can understand how a community
can organize to influence specific aspects of a larger redevelopment process.
Specifically, the Gates Factory community benefit agreement includes provision
of affordable housing and local hiring for jobs on site. In addition, the project
demonstrates the expense of adaptive reuse projects and the length of time
required to fully develop a complex site of multiple phases that may span
decades. These neighborhoods, with the help of FRESC, the Front Range
Economic Strategy Coalition, organized and engaged the developers and
development partners to ensure local community members benefited from the
development. A community benefits agreement ensured local hiring and
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affordable housing requirements. Since the project lost financing during
remediation of contaminants, Barelas cannot separate the claims for the site and
the outcome. However, the vision for the site included a number of outcomes:
•
•
•
•
•
•
•
•
•

Active Public Realm
Connections
Scale, Transition
Active Transit Facility
Pedestrian Friendly
Mixed-Use, Mixed-Income
Density
Affordable Housing
Living Wage Jobs

Bethel New Life
Introduction
Bethel New Life allows the residents in neighborhoods surrounding the
Rail Yard to understand how a community group, in this case a CDC, can
position itself to influence regional development decisions. This achievement
requires a significant amount of work over a considerable period of time, building
capacity in several areas before being in a position to lead a redevelopment
process. Bethel New Life began providing assistance to the community over two
decades ago, beginning with services before transitioning to housing
development. To date, Bethel New Life has developed or assisted over 1,000
new affordable housing units and brought in over $110 million in leveraged
financing to a low income community. Even with this experience, the CDC had
the support of regional partners to prevent the closure of the Green Line and
reached out to technical experts to increase their capacity to deliver a realistic
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station area plan. The group also recognized the limits of their capacity, reaching
out to technical experts to provide additional skills to strengthen the project.
Completed in 2005, the Bethel Center is a three-story, 23,000 square foot
mixed use urban infill facility with. The site houses local retail space, a daycare
center, an employment office, and a walkway which connects directly to the
Pulaski El train station. The street storefronts include three locally owned
businesses: a Subway sandwich franchise, a dry cleaner, and a coffee shop. The
development also has an office of the attorney general. Two of the storefronts
have been combined to be used by a Community Savings Center, a national
model for innovative financial services.
The Station Area includes several other important components, including
commercial corridor and industrial stabilization. Along with developing a strategic
method for strengthening local business and local jobs, the plan increased
connectivity and access through infrastructure improvements such as pedestrian
amenities and plazas. The connections facilitate transit access for the 100 green
affordable housing units built in the station area by Bethel New Life. The Center
itself acts as an “anchor” for more redevelopment in the area. It also provides
jobs, from on site retail, from “job center” services, and also by connecting
residents to other regional employment centers by a bus line and the Green Line
of the El. The site for the reclaimed and remediated a vacant brownfield space.

Process
The Bethel Center is the culmination of a community-based
redevelopment effort that grew out of decision to close the Green Line of the El in
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Chicago, which would have devastated the community and curtailed efforts of
Bethel New Life to provide services to low income residents in the station area. In
that sense, the Bethel Center is the centerpiece of a much longer engagement
with the growth coalition in Chicago. Like Fruitvale, this case study shows a path
to affordable housing development in multiple forms that leverages technical
expertise in some cases and creates capacity within the lead organization when
possible. The community initiated, conducted and structured the entire Lake
Pulaski Village/station area design project, making this green building an
impressive achievement. In addition to providing community services, the center
provides a safe connection to jobs and services via the regional transit line.
Bethel New Life has developed or assisted over 1,000 new affordable housing
units and brought in over $110 million in leveraged financing to a “credit-starved”
community. The focus of the case study will be on the CDC’s capacity and their
recently developed community center/ mixed use office.
The Six Part process employed by Bethel New Life could be considered
for the redevelopment of the Rail Yard. The process began with technical experts
presenting a “sustainable kit of parts” that participants subsequently reviewed,
discussed, and prioritized. The community included recommendations from this
list of priorities in the design plan for the Pulaski Street El Station. Members of
the Lake Street El Coalition selected the following primary components:
1. Housing construction, rehabilitation and infill. This housing intensification
strategy is intended to increase bus and train ridership by attracting new
residents and retaining existing population. The plan calls for three
primary types of housing appropriate to the surrounding community, but
with sufficient density to achieve the increased ridership. These include
“Housing for Edges,” “Public Courtyard Infill Housing,” and “2-, 3-, and 6-
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flat infill housing.”
2. Pedestrian-oriented linkage with existing commercial strip. The El Station
is linked to the Madison Street area, a commercial strip four blocks away,
by a proposed series of mixed use office and cultural facilities. In addition
a shuttle will connect Madison Street with the Pulaski stop.
3. 24-hour mixed use center at the El station. The project improved public
safety by creating access to El through the mixed use center. The center
and the station area become a focal point of activities on a 24-hour basis.
4. Industrial retention and renewal. The project focuses on bringing back jobs
and transit riders to a neglected industrial corridor.
5. Large retail/grocery store. The station area plan calls for a grocery store to
be located immediately to the north of the El station. This would provide
access to the store directly from the El, thereby allowing access to
residents who do not own automobiles.
6. Other components of the plan call for a shuttle service or other
neighborhood-based transportation network for getting people to and from
their homes to the El quickly and easily. (From: Community Green Line
Initiative, "Sustainable Growth Strategies for an Urban Future").
A broad coalition, in addition to CDC and resident participation initiated,
conducted and structured the entire Lake Pulaski Village/station area design
project. Chicago area community organizations, which include the inner-city and
suburban groups created a vision of a safe, economically active, healthy and
prosperous community and then designed redevelopment projects that fit the
vision and the neighborhood. Although community organizations rarely have the
chance to redesign their neighborhoods, The Lake Street El Coalition and Bethel
New Life proved that communities have the resources and ability to plan for
redevelopment that improves social and economic conditions.
The six planning sessions initiated by the coalition included:
1. Preliminary presentation to the Coalition about transit oriented
development.
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2. Review, discussion. prioritization and selection of the "Sustainable Kit of
Parts;”
3. An assessment of Portland, Minneapolis and other transit
4. a review of the ISTEA planning requirements
5. a discussion of public safety issues as related to pedestrian friendly
design;
6. Analysis of an industrial retention strategy;
7. Review and discussion of a preliminary design, prepared by the architects
according to the previous meetings and selection of elements in the Kit of
Parts; and
8. Review of the final transportation oriented design and strategy Doug Farr
Associates prepared large mock-up boards to clearly, display the plan.

Conclusion
The vision for the Center and the surrounding projects is a “Transit Village
[that] includes affordable energy-efficient homes, traffic calming strategies,
bicycle racks, greening and parks, Brownfield redevelopment, commercial
development, and close proximity to childcare, schools, shopping and jobs,”
(Http:bethelnewlife.org/community).
The coalition initiated a number of actions that should connect with ideas raised
by interviewees. First, in terms of developing the capacity to redevelop
community space, the coalition hired a “smart growth coordinator” that served
both as a community organizer and a liaison between the CDC, the community
and technical assistance partners. The coordinator acted as a facilitator for the
process and enabled a unified vision for the neighborhood. Simultaneously, the
CDC leveraged larger redevelopment activities by planning for 100 affordable
housing units within walking distance of the station area. Scattered site
development adjacent to the Rail Yard has been discussed by interviewees.
Using technical experts to develop a “kit of parts” might also be a useful way to
focus community discussion on elements of the vision for the site that residents
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have voiced. Once developed, elements of the kit taken from community
dialogue could be shared across groups and neighborhoods.

Fruitvale Village, Oakland
Introduction
The Fruitvale Village shows how a community service agency can build on
existing legitimacy and acquire additional capacity over time to become a
developer of affordable housing and neighborhood retail space. After initially
rejecting a California Department of Transportation Parking Garage, the Unity
Council, a 40-year old local CDC led the community through an innovative, multiyear community-based dialogue about the future of the site. The community’s
resistance centered on the idea shared by interviewees that redevelopment
should be guided by a broad-based community planning process. Like those
interviewed for this thesis, the idea that the redevelopment should leave the
community a better place resonated throughout their work and in the finished
product. The Unity Council and the more recently formed Fruitvale Development
Corporation incorporated community stakeholders’ vision to revitalize the
adjacent neighborhoods in the design, land use and outcomes of this project.
Together, they envisioned a redevelopment effort large enough to impact the
entire community.
The Fruitvale Village is the result of a broad-based partnership among
public, private, and nonprofit organizations working together to revitalize a
community using transit-oriented development. Although the Unity Council had
no experience with brownfield redevelopment or master planning, the CDC had a
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history of administering programs that benefit the community. Each of the
programs they administered contributed to the organization’s place in the
community:
•
•
•
•
•
•
•
•
•
•
•

development and management of affordable housing,
business assistance,
historic preservation,
façade improvements,
community festivals,
home ownership assistance,
job readiness and employment services,
Head Start and Early Head Start child development programs,
the Fruitvale Senior Center,
open space development, and
environmental programs.

Process
The Unity Council received $185,000 in CDBG funds from the City of Oakland in
1992 to develop an alternative plan with more community participation than the
initial DOT parking garage. During the multiyear process that followed, the Unity
Council engaged local stakeholders in a comprehensive visioning and planning
process that laid out the parameters of the Fruitvale Village. Like the residents of
the communities surrounding the Rail Yard, the CDC lacked specific expertise in
large redevelopment projects. The Council brought in local experts, the
University of California at Berkeley’s National Transit Access Center and created
an innovative community design process, which began with a symposium that
included five teams of architects that studied the site and created redevelopment
proposals. Once completed, the teams presented their designs to roughly 60
community leaders, including the Mayor and the BART Director. The Unity
Council’s legitimacy, both to local community members and the network of local,
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regional and federal partners, contributed to the success of this project. After the
initial meetings, smaller meetings brought the presentations to additional
community members. After the initial successes, the Unity Council sought and
received an additional $470,000 from the U.S. Department of Transportation,
Federal Transit Authority to continue and expand planning.
These monies funded additional community design workshops and
economic, traffic and engineering studies of the site. After completing this
necessary research a working group consisting of the Unity Council, the City of
Oakland, and BART formed. This team created the Fruitvale Policy Committee,
similar to the Rail Yard Advisory Committee, with two representatives of the
Oakland Council, one from BART and two from the City (including the mayor and
the council person representing the area). Unlike the Rail Yard Advisory
Committee, the Fruitvale Policy Committee held additional community workshops
intended to achieve consensus around on a conceptual site plan.
Lead by the community leaders and technical experts, the Fruitvale
redevelopment process relied on a “design document” in order to achieve
consensus. Items would be closed for discuss upon reaching consensus. The
document also allowed opposed items to remain open for circulation and
discussion instead of forcing decisions at community meetings. The document
required participants to articulate their ideas on paper for circulation, in order to
foster dialogue and educate participants about different proposals and their
variations. This approach kept unresolved issues in the open, fostering trust
among participants. The design document changed as residents challenged

117

specific ideas and adapted others. Toward the end of the process, participants
selected a plan from two alternatives that established the principal elements of
the actual project: site layout, pedestrian plaza, pedestrian connections, and
multiple use buildings that mixed housing, retail and offices.
The completed development entails a $100 million mixed-use
development adjacent to the Fruitvale Bay Area Rapid Transit District (BART)
station in Oakland, California and a Transit Village, which include a mixture of
housing, shops, offices, a library, a child care facility, a pedestrian plaza, and
other community services all surrounding the BART station. The project makes
the area safer for residents by reducing traffic and pollution in and around
Fruitvale because community residents will have access to a range of goods and
services within easy walking distance of the transit station.
Once the project moved beyond the planning stages, the Committee
established the Fruitvale Development Corporation (FDC), a structure that could
manage the development. Built on former BART parking lots the Fruitvale
Village is a 257,000 square foot transit village. The Village is located on a retaillined pedestrian street and plaza that connects the BART station and the
neighborhood’s primary retail street. This public space acts as a major
community-gathering place. In addition, the site has forty-seven units of mixedincome housing, 114,000 square feet of community services (clinic, library,
senior center) and office space (including the Unity Council’s headquarters), and
40,000 square feet of neighborhood retail (shops and restaurants). Supporting

118

this mixture and the transit site is a 150 car parking garage wrapped within the
buildings and a large parking structure for BART.

Conclusion
Fruitvale included a number of innovative techniques that facilitated
community engagement through a multi-year process that could address
capacity concerns voiced by interviewees and transparently demonstrate
progress to participants. First, the community used the design document to help
achieve consensus. The process allowed unopposed items to remain open for
circulation and discussion instead of “forcing issues” at meetings. This allowed
dialogue and education about different proposals and their variations, requiring
participants to articulate their ideas on paper for circulation. Approaching
consensus in this way kept unresolved issues in the open, fostering trust among
participants, which interviewees described as necessary for a successful public
process. Second, in order to achieve the goal of promoting multimodal access,
Fruitvale created an access plan to improve neighborhood access to and from
the site. This plan would include a survey of surrounding amenities, including
parking, wayfinding, bus routes, and other modes of transit. Third, the project
illustrates a strong commitment to public involvement by the lead agencies
involved. Success built on community assets, long-standing community-based
organizations which augmented their existing capacity. In addition the plan and
the development integrated these organizations into the land use of the site.
Barelas residents and community leaders do not have the luxury of nearly
half a century of providing community services. However, they can understand
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the importance of transition from organizing to reject a proposal, as in the case of
the Apartments at 7th and Iron, into a long-term, community based process that
develops a mixed use project that meets a number of community needs. In order
to accomplish this, the community in Oakland leveraged multiple federal funding
sources to develop an innovative public participation process, a design
document, which closed issues as the community agreed upon items and kept
open items visible to build trust. Multiple stakeholders came together over the
course of planning and developing multiple phases, including local community,
local elected and government officials, federal agencies. Although it contains
mixed land uses, the end product of Fruitvale Village outside the traditional Post
Fordist redevelopment described in the literature. Fruitvale offers low-income
residents services and job opportunities on sight, as well as connections to
regional job opportunities via the BART.
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CHAPTER VII: CONCLUSION AND RECOMMENDATIONS
Community-centered dialogue prior to developer engagement
I believe that a community-centered dialogue prior to development is a
great concept as there are many unresolved issues within each individual
community, Barelas and South Broadway. These neighborhoods would
significantly benefit from discussing their stories with each other. This would
allow the community to raise issues, find common ground and gain strength and
then proceed to talk with other neighborhoods, the city, or a developer. Although
such a process could prove difficult to achieve in the communities, it would
provide an opportunity to draw more residents into the debate about the
redevelopment of the Rail Yard. From this larger pool, the neighborhoods could
establish a broader coalition from which to draw ideas, energy and social capital.
There are certainly multiple internal dialogues going on in the community
right now, in fact that is the central point of this thesis, that these groups and
individuals outside of the established community associations have ideas to
contribute to the larger debate about the Rail Yard. The Fruitvale and Bethel
Center case studies are instructive on how community can engage in a
transparent dialogue that recognizes the contributions of those not currently
participating. The topics of common interest follow.

Addressing the site’s identity during redevelopment
The community should spend time exploring the historical identity of the
space, collecting stories and information about the site from a perspective other
than that presented in this document and from the nomination to the historic
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register by Chris Wilson1. A second step would be to investigate the identity that
community members have of this site. This conversation would help to define the
existing identity that interviewees felt should be acknowledged.
Ultimately, the notion described by interviewees, that the new
development should reflect the old identity is problematic. First, the community
began as an agricultural community and the rail road, and then the rail yard
dramatically alter the landscape. The agricultural pastoral landscape shifted to
accommodate the modern industrial structures and practices. This identity
shifted as the site grew in importance and the existing structure were built.
Subsequently, the economics changed and the site became less profitable. The
building ceased to function as a rail yard site and became dormant. The recent,
postmodern “film set” is not the highest and best use of the site. With new uses,
the identity will shift again. Redevelopment will bring new users to the site, new
revenues and the “new spatialization” will transform the surrounding community.
The outcome of that change is not yet determined. The Gates Factory case study
shows that new use of an existing industrial space can reflect a community’s
values.

Capacity
Each of the case studies shows that a community-based coalitions or
CDC must possess both legitimacy, with residents and political leadership, and
the capacity to translate that standing into results. Lack of organized political
power will result in insufficient political capital within the community to expend on
1

Chris Wilson is currently the JB Jackson Professor and Director of the Historic Preservation and
Regionalism Program at the University of New Mexico’s School for Architecture and Planning.

122

influencing the development. If the community is only able to resist a proposed
development, as the interviewees described with the initial proposal for the 7th
and Iron Apartments, then the prospects for shaping the redevelopment of the
Rail Yard are dim. Transforming an Alinsky-style organizational response to
immediate and emergent issues is different from the type of sustained effort and
organized political support necessary to influence redevelopment.
First, the community must strengthen its social capital and use it to improve the
standard of living for long-term, low income residents of Barelas withouth
displacing them. This must be done is such a way as to keep residents in place.
Sawmill Community Land Trust2 has been approached to promote community
redevelopment through a scattered site redevelopment/land trust model.
A second approach is home-owner and rental rehabilitation programs.
Other programs that incrementally develop the capacity of a group within the
area should also be considered. This would strengthen the community, while
increasing their capacity to conduct housing programs. This could be lead to
performing development or management functions on the Rail Yard site. If
capacity could be developed, elements of the community could participate in and
influence some aspects of the Rail Yard redevelopment.

Race, Class and Displacement
There is certainly a class, race and gender component to displacement. I
have done most of my research about the class component of gentrification.

2

SCLT is a membership, nonprofit organization in Albuquerque, New Mexico. The SCLT’s mission is to
develop and maintain vibrant, prosperous neighborhoods of permanently affordable housing and
sustainable economic opportunities (http://www.sawmillclt.org).
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Race is embedded in the displacement of core city neighborhoods seen during
the shift from the Fordist city to the entrepreneurial city; working class and poor
neighborhood contained groups that had been excluded from suburban
neighborhoods. The gender element is focused on single parent households in
low-income communities who are not able to earn enough to afford to live in core
neighborhoods gentrified by Post Fordist redevelopment. When low-income
families are displaced from formerly affordable neighborhoods, they may be
pushed to the fringe of the Albuquerque region’s west side. Living in these
homes might be affordable; however, the increased transportation costs increase
the burden on the household.

This topic should be the subject of future research.

Current Condition of the Site as a Relic
The Rail Yards are post-industrial, a structure developed for an economic
paradigm has long since passed. As a result, the buildings have not been
maintained and, as a brownfield, have environmental contamination. The
buildings have been the location for filming several post- apocalyptic films,
including Transformers, Terminator: Salvation and Legion. This state contributes
to the blight in the neighborhood, which several interviewees actively worked
against. Resolving the Rail Yard’s status in a way that benefits the community is
crucial for the long term health of the neighborhood residents and businesses.

Neighborhood Connections
Citizens from Barelas, the former users and their descendents are
prevented from legal entry into the space. There are no current legal uses on the
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site for residents of the neighborhoods surrounding the rail yard. Physically, the
conversion of 2nd and 3rd Streets to one-way streets makes their primary
function moving traffic into and out of downtown, which increases volume and
speed of traffic in the area.
The lack of street amenities and the traffic combine to reduce the
pedestrian use of the streets, which have significantly less foot traffic than 4th
street and the east-west neighborhoods of Barelas. Interviewees suggested that
these residents seem “confined to their homes.” The site is disconnected from
downtown because of land use. The high number of homeless service providers
creates an inhospitable buffer between the downtown land uses and the site. The
recipients of these services presence in the area is believed to contribute to
keeping residents “confined.” Fruitvale’s station area planning method helped
create connections to the site from the neighborhood. This method would help
participants in the Rail Yard’s redevelopment ensure connections are created.

Community Process
The communities adjacent to the Rail Yard should pursue multiple,
integrated strategies to simultaneously build their capacity and to remain
connected to the ongoing redevelopment process. However, problems face
members of the community seeking to influence the redevelopment. Political
influence through public participation is tightly controlled by the leadership of a
handful of organization in this community. The Barelas Neighborhood
Association, the Barelas Community Coalition, the Barelas CDC and the South
Broadway Neighborhood Association and the United South Broadway CDC have
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all made attempts to exert influence on the site with little lasting success.
However, the community has two representatives on the City of Albuquerque’s
Rail Yard Community Advisory Coalition. However, unlike the coalitions in
Fruitvale, Bethel, Fox Courts or the Gates Factory, the participants in the groups
tend not to commingle across neighborhood boundaries and do not have a
recent track record of successful collaboration. Within Barelas, the now defunct
CDC did not have a track record of successful collaboration with either of the
other groups and the BNA and the BCC are largely composed of overlapping
participants.
Anecdotal evidence from the interviews suggests that participation in
these neighborhood groups requires adherence to specific activities and a
specific message. Variance from the party line leads to formal or informal
exclusion from the groups. Current neighborhood level leadership tightly controls
the message and participation, which pushes out both new-comers and new
ideas. Without leadership that can expand participation or form larger coalitions,
the neighborhoods will only be able to retain their current, limited capacity and
closely circumscribed power base. This creates a negative cycle that prevents
wider public involvement and maintains the shallow leadership pool.
The following section, “Next Steps,” lays a framework to encourage
substantial public involvement and the articulation of a community’s voice.
Effective leadership is difficult to develop, and legitimate leaders capable of
working with a coalition of partners can emerge from the simultaneous processes
of capacity building, community dialogue, and engagement in the ongoing
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redevelopment process. Residents must realize that in each of the case studies,
a strong leadership element possessed legitimacy in the eyes of community
residents and political leadership. In Fruitvale, and Bethel, the CDCs already
were recognized by the community as providing essential supportive services
that helped residents. By activating large numbers of residents in the specific
redevelopment projects, this identity shifted toward community-based
redevelopment. Broad participation shaped the vision and increased the
legitimacy of the CDCs. Through these political connections, leaders accessed
resources necessary to achieve their vision. Without these elements, none of the
case study communities could have achieved successful redevelopment of their
community’s space.

Building Capacity of Local Community-based Organizations
Without developing this capacity, the only strategy that the current Barelas
Coalition could pursue is attempting to influence the redevelopment of the Rail
Yard through their position on the Rail Yard Community Advisory Committee and
through site-specific protests of a development proposal by the City or an outside
developer. Because the political base of the Coalition and United South
Broadway is both internally complex and externally narrow, neither group could
currently exert sufficient influence to create a positive outcome, in terms of some
sort of “community” vision for the redeveloped space. Neighborhood resistance
to redevelopment or contesting particular aspects of a development seems more
than leading the vision process or developing some key aspect part of a
community vision. Although both the Bethel and the Fruitvale case study’s begin
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with community opposition to a particular development, the situation in Barelas is
different. The neighborhoods surrounding the Rail Yard lack an organization,
perceived as legitimate by residents and political leadership, with sufficient
capacity to engage the infill growth coalition and/or manage pieces of the
redevelopment effort itself.
Currently, the politically engaged stakeholders in Barelas participate in the
Rail Yard Community Advisory Committee. As mentioned above, these actors
operate from a narrow band of neighborhood support. Despite this position, the
groups propose being directly involved in the creation of affordable housing
developments on and around the Rail Yard. Such an activity would significantly
surpass the technical capacity of the groups in the Barelas neighborhood. In
order to achieve the necessary capacity, and to demonstrate the ability of any
community group to deliver services to the community, a series of steps could
include a progression from partnering with existing service providers to providing
services to partnering to develop new housing. As the group(s) expands to
include new activities, success will often require enlisting expertise to provide
support.
The first stage would include identifying services that would support the
community, including counseling, for credit managements and home ownership
counseling and housing preservation programs, such as minor repair,
weatherization and rehabilitation programs. Leverage existing services will
demonstrate the ability to provide necessary support services in the
neighborhood.
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A second stage would move to direct administration of the programs. This
will require additional skill sets and organizational structures to accurately
manage funding and deliver services to the community. If a community group
emerges to serve this need, the benefits delivered to the community could
expand to include job creation.
Building on this success and the skill sets in place, the group could move
into affordable housing development. New housing construction, rehabilitation
and infill projects are clearly a goal of interview participants, but the complexities
of managing such a project are not well understood. Moving into this arena will
require new expertise, new partnerships and creativity to locate sites, design the
projects, assemble funding sources, and manage the completed projects. Fox
Courts demonstrates that successful quantitative analysis of development
projects allows a coalition to make arguments for including community-based
proposals. Outside technical expertise could assist participants in the Rail Yard
analyze and make alternative proposals.

Developing a Community Dialogue
In addition to an ongoing plan to develop the capacity of community-based
organizations, the community will benefit from the expansion of participants in the
discussion about redeveloping the Rail Yard. Currently, community discussion in
Barelas has taken place in two areas, response to proposed projects or plans in
municipal forums and under the umbrella of Neighborhood Association or the
Community Coalition.
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The first forum tends to be reactionary and not conducive to long-ranger
strategic action. In addition, these sessions might also be initiated by a
developer or outside interest and often take on an antagonistic insider/outside
aspect that prevents constructive dialogue. The second forum is tightly
controlled. Ideas that do not correspond to the prevailing message or frame are
often excluded from incorporation into the message.
In order to resolve these tensions and establish a sufficient coalition to
challenge the market-rate redevelopment paradigm, the communities adjacent to
the Rail Yard should consider a process similar to Fruitvale and Bethel’s process
with multiple stages. Utilizing a Design Document could help participants
articulate ideas and make efficient use of their time. Relying on technical
assistance to create a “kit of parts” could facilitate dialogue and expedite the
development of a vision. The Gates Factory shows the potential benefit of
negotiating a community benefits agreement, particularly as a way to achieve
affordable housing and local jobs on the site.
First, both Barelas and South Broadway neighborhoods should begin their
own open, facilitated internal debate and discussion. The themes and tensions
presented in this thesis could be a starting point, though they would likely emerge
on their own. Ideally, this would occur before the larger stakeholder process.
However, since the Advisory Committee is currently proceeding with an RFQ for
a developer, this could also be a simultaneous process.
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Debate/discussion between neighborhoods
After the internal dialogue, community members should expand the
dialogue to include adjacent neighborhoods. The internal dialogue may not have
determined specific answers to all the possible questions about the
redevelopment process, but unfinished questions could be brought to the larger
group.

Full Stakeholder Assessment
Identifying issues in a broad preplanning effort will be helpful to defining
and achieving a successful redevelopment of the Rail Yard. Similar to the idea of
the current Rail Yard Community Advisory Committee, the stakeholder
assessment would ideally have occurred soon after forming such a group. At the
moment, this approach would probably not be considered as a first choice
because there is not an intractable impasse between stakeholders preventing
development from taking place. However, as noted in the interviews, the site has
more groups and individuals with claims on the site and additional representation
should be brought into the discussions for redevelopment. Stakeholders are not
limited to but should include the following:
•
•
•
•
•
•
•
•
•

Residents
Community Groups
Local Businesses
Nonprofit Developers
Local Government
Private Developers
Non-local Government
Transit Agency
Elected Officials
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Design Document
Utilize a “design document” similar to the Fruitvale case study that allowed
unopposed items to remain open for circulation and discussion instead of “forcing
issues” at meetings. This allowed dialogue and education about different
proposals and their variations, requiring participants to articulate their ideas on
paper for circulation. This approach kept unresolved issues in the open, fostering
trust among participants. Interviewees said trust and transparency would be
necessary for a successful process.

Engagement in the Ongoing Redevelopment Process
Evaluating Redevelopment Proposals
Unguided, the decisions about how to redevelop the Rail Yard will reflect
the vision and values of the dominant groups, notable the profitability of the
project. The Fox Courts case study provides insight in the use of policy analysis
to gain leverage necessary for a community-based redevelopment process.
Outcomes proposed by a community-based process for redeveloping the Rail
Yard would differ from an approach the focuses solely on markets and
profitability. In any event, community members and activists should develop a
rubric for evaluating proposals and projects on the site. An outline for such an
evaluation tool might include the following questions:
1. Who will have oversight of the developer?
2. What are the consequences if performance metrics are not met?
3. What benefits are given by the city to the developer?
a. What does the city get in return for those benefits?
4. Are subsidies required?
a. Who calculated the need for subsidy?
5. Are typical redevelopment regulations being waived?
6. Who are the most vocal proponents of the project?
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a. What are the reasons they express for their support?
7. Is the design self-contained or is it connected to the community?
a. What places will be connected to the Rail Yard?
b. How will these connections be paid for?
8. Are branding and theming elements part of the proposal?
a. What are the claims of the proposal?
b. Who is the intended audience for the branding and thematic
elements?
9. Are any of the following land uses present:
a. Market-rate residential;
b. Retail services and amenities serving market rate or high-end
clientele;
c. Higher education institutions;
d. Arts and culture, such as museums;
e. Hospitality convention centers, hotels; and
f. Entertainment facilities, including restaurants, cafes, casinos and
nightlife uses;
g. Major open space amenities that draw crowds
h. Regional Connections including light rail, transportation hubs,
pedestrian systems; and
i. Large corporate anchors be part of the site.

Site Planning of the Rail Yard site
There have been innumerable iterations of professional and academic
designs for the Rail Yard. I would recommend that the community pursue the
open-ended approach used by Fruitvale or the “sustainable kit of parts” used by
Bethel to begin the discussion from a specific template. The process would build
off of the stakeholder process and neighborhood dialogue. Ideas that emerged
from the interviews and demonstrated by Fruitvale, Bethel and the Gates Factory
include:
•
•
•
•

Create an access plan that emphasizes multiple, multimodal connections
Public Space
Recognize the historic identity
Green Building
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Rail Yard Area Planning
Even if none of the previous steps are undertaken, the stakeholder
interviews conducted for this document indicate the need for redevelopment area
planning in the neighborhoods surrounding the rail yard. Again, the Bethel case
study shows the way to plan both for connections and programming of
neighborhood areas. Both of the neighborhoods have a sector plan; however,
implementation of these plans does not seem to have positively impacted the
commercial corridors or multimodal connectivity. Although the neighborhoods
have sector plans in place, they are reluctant to reopen discussion. However,
neither plan reflects a strategy for integrating the neighborhoods with a
redeveloped Rail Yard.
Although not currently planned as a Transit Hub like Fruitvale, Bethel or
Gates Factory, I believe that the “Station Area Planning” approach taken in these
case studies in will assist the neighborhoods surrounding the Rail Yard.
Connections, compatible land uses and design elements are some elements that
the community could create on their own terms. Part of a long-term strategy
could blend planning to support local businesses and to increase the
neighborhood’s capacity. This process should include concepts, strategies and
implementation plans for commercial corridor stabilization for 4th Street and
South Broadway. Once completed, the communities should review the sector
plans to remove any elements that contradict or conflict with the stabilization
strategy.
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Community Benefits Agreement
As seen in the Gates case study, if the community can organize around a
vision for the site, they may be able to negotiate with the developer to deliver
specific conditions for the site. In the case of both Gates and the Rail Yard,
affordable housing and living wage jobs for local residents could be useful
measures. In addition, the amenities requested by the interviewees, such as
retail that serves residents’ daily needs, access to public open space and a
grocery store could be included in the discussion. If a Community Benefit’s
Agreement is negotiated, the residents of the neighborhoods surrounding the
Rail Yard would be able to hold the developer accountable for the subsidy
received from public sources. In addition, the residents would be in a position to
monitor the developer’s ability to bring quantified, measurable improvements to
the lives of residents in the adjacent areas. Perhaps most significantly, the notion
that “[t]hese historic neighborhood spaces have been experimented on by the
city and developers to increase density and this speculation has lead to
displacement,” would be replaced with appropriate control and influences over
the destiny and the identity of the Barelas Rail Yard.
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Appendix A

Interview Consent Form and Questions

INTERVIEWS CONSENT FORM
CONSENT TO PARTICIPATE IN RESEARCH


Introduce the project
You are invited to participate in a research study conducted by Michael Furze, a
Master of Community and Regional Planning candidate at the University of New
Mexico’s Community and Regional Planning department. This is an independent
research project. You were identified as a possible volunteer in the study because of
your knowledge and connections to the redevelopment of the Barelas Rail Yard and
surrounding neighborhoods.



Describe the purpose of the study: I am studying community stakeholders,
individuals or groups that have a vested interest in the redevelopment of the Barelas
Rail Yard. Stakeholders include residents, businesses, institutions, and community
leaders. I have chosen this site because of the area’s history of opinions on the city of
Albuquerque’s development plans for the community. I am an interested primarily in
how the values, claims, capacity and access to decision-makers of these groups may
be utilized to by the community stakeholders to shape the redevelopment of the site. I
am interviewing individuals with knowledge of the social conditions and historical
identity of the Rail Yard and surrounding neighborhoods, and individuals who have
participated in community organizations.



Describe the procedures and activities
1. After reading this description, I ask for your signature at the bottom of this
form. This will constitute written consent.
2. I will ask for your permission to record this interview. If you agree, I will turn
on my recording device and the interview will start when you give me your
spoken consent.
3. If you do not want to participate, please tell me. We can stop this interview at
any time.
4. The interview will most likely last between 15 minutes and 1 hour
5. Your answers will be published in my research project and additional work I
may submit for publication. A pseudonym will be used to protect your
identity



Describe the potential risks and discomforts
1. I will try not to ask personal questions, however if you do not want to answer
a question tell me and we will move on to the next question.
2. The information revealed in this interview will be used for my project. If you
wish to remain anonymous please tell me and I will use a pseudonym.
3. Please let me know if you feel uncomfortable at any time.



Discuss the potential benefits to participants and/or to society
Protocol #: 08S-522
Version 2:[12/4/08]

1. This project seeks to understand the values, claims, capacity and access to
decision-makers of community stakeholders in the neighborhoods surrounding
the Barelas Rail Yard and how these can influence the redevelopment of the
site. This research could help your community by giving providing an
understanding of the overlapping values, claims for the site and provide an
avenue to combine resources to influence the redevelopment of the Barelas
Rail Yard. It could also contribute to an understanding how inner-city
neighborhoods may protect their values and influence urban development
outcomes.
2. The role of stakeholder groups in the neighborhoods surrounding the Barelas
Rail Yard has not been extensively studied. This study will contribute to the
understanding the role of community stakeholder in shaping urban
redevelopment and will bring attention to the organizing efforts of the
neighborhoods surrounding the Barelas Rail Yard.


Detail the confidentiality the participant is entitle to
Any information obtained in connection with this study and that can be identified
with you will remain confidential and will be disclosed only with your permission or
as required by law. I will use this interview for the purposes of my research project. I
will also attempt to publish my findings from this investigation. By giving your
consent to participate you are approving my use of your insights and comments in
published research.
If you do not wish to have your comments published, please tell me. I will write a
note on the consent form and refrain from using this material. The notes, recordings,
transcripts from our interview will remain in my possession, in a locked desk, and no
one else will have access to them. After two years I will destroy all notes, recordings,
transcripts, taken during my investigation and erase all recordings taken.



Discuss participation and withdrawal
You can choose whether to participate in this study or not. If you volunteer to
participate, you may withdraw at any time without penalty or loss of benefits to
which you might otherwise be entitled. You may also refuse to answer any questions
you do not want to answer and still remain in the study.



Provide an outlet for remedy by identification of investigators and review board
If you have any questions or concerns about the research, please feel free to contact:
Professor James Ric Richardson, Professor of Community and Regional Planning and
my advisor for this project. His email is jrich@unm.edu and his phone number is 505
277-6460. If you have other concerns or complaints, contact the Institutional Review
Board at the University of New Mexico, 1717 Roma NE, Room 205, Albuquerque,
NM 87131, (505) 277-2257, or at 1-866-844-9018.

CONSENT OF RESEARCH PARTICIPANT
Protocol #: 08S-522
Version 2:[12/4/08]

By completing the questionnaire you are showing that you understand the procedures
described above. Please ask me if you have any questions about what you have just
read you.
Signature:_____________________________

Date:_________________

SIGNATURE OF INVESTIGATOR
I, Michael Furze, as the researcher of this project, acknowledge that the participant
understands all aspects of this form and has given their consent.
Signature:_____________________________

Date:_________________

IRB APPROVAL STAMP

Protocol #: 08S-522
Version 2:[12/4/08]

Barelas Rail Yard: Community Stakeholder Assessment
Stakeholder Issues Assessment Questions
Introduction: Hello my name is Michael Furze; I am a graduate student at UNM’s Community
and Regional Planning Program. I am conducting thesis research to better understand community
issues and concerns for redeveloping the Barelas Rail Yard (BRY) and determine if community
groups might work together along areas of mutual interest.
The first step in the project is to learn about community perceptions and ideas regarding the BRY.
I am talking with key people to learn more about the issues and concerns community members
have for the rail yard site. Your name has been suggested as a good person to talk with and this
interview will take 25 to 35 minutes. Can we schedule a time to meet and talk?
Our conversation is confidential. The assessment is intended to gather background information,
understand the issues, and assess the potential to carry out a community-based planning
process.
Ideas and concerns you share will be used to assess the situation and lay the groundwork for a
proposal for next steps to bring people together to talk about the redevelopment of the BRY. A
summary of themes from the interviews will be used as background information at a future
presentation of my master’s thesis. The ideas and concerns will not be attributed to any individual
or organization.

Date: ______________
Name: _____________
Title: ______________
Organization: ___________

Call Back: _________________
Date: _______________
Time: _______________

Background about the Barelas Rail Yard
Before we begin the interview, I’d like to give a little background about the Barelas Rail Yard.
Since construction began in1905, the BRY has been an important part of the neighborhood, as a
source of employment, a beautiful architectural building. Change in locomotive industry
decreased activity and eventually lead to closure of the Yard. The vacant structures have been
used since then for informal uses and for filming movies. Since 1999, there have been a number
of redevelopment proposals for the Rail Yard which have failed to progress from the drawing
board.
This past year, the city of Albuquerque purchased the BRY with Workforce Housing Trust funds
and gave Q Studios an indefinite lease to the space. In addition, the Wheels, Inc. Museum
helped to bring the Urban Land Institute to develop recommendations of the “highest and best
use” of the facility. Renewed activity at the Rail Yard lead to my involvement in the summer of
2007 and lead me to my thesis inquiry.

Protocol #: 08S-522
Version 2:[12/4/08]

Stakeholder Assessment Questions
1. Do you believe that the redevelopment of the Barelas Rail Yard (BRY) is inevitable?
Why or why not?
2. I’d like to understand the situation from your point of view.
[For members of community organizations]
a. Would you tell me a little bit about your organization, how you've been working in
the neighborhood?
[For community members]
b. Would you tell me how long have you lived here? How did you become
interested in the redevelopment of the BRY?
[For both]
c. What is the most important initiative of [the individual or the group]?
d. How would you describe the existing condition of the BRY?
e. How would you describe the community’s relationship to the BRY?
3. How have you participated?
a. What sort of activities?
b. What came of them?
4. What makes the Barelas Rail Yard special?
a. What problems detract from the special qualities?
5. Describe what you would like to see at the Barelas Rail Yard. If you had all the
money in the world, what would you do?
a. What role do you see yourself/group to play in this outcome?
6. Do you want the BRY to redevelop?
a. Why or why not?
b. What issues are the most important [for redevelopment] to address?
c. What issues are the most important to address for redevelopment to occur?
d. What concerns do you have if redevelopment of the BRY occurs?

7. What other groups or individuals have been involved in the redevelopment of the
BRY?
a. Why do you believe they participated?
b. What did you understand their concerns to be?
8. If we were bringing people together to talk about the redevelopment of BRY, would
it work?
a. Why or Why not?
b. What should this process always include?
9. Are there individuals or groups that you feel could contribute to the process but
have not participated?
a. Who do you recommend that I should I talk to?

Protocol #: 08S-522
Version 2:[12/4/08]
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Foreword: The Panel’s Assignment

t the invitation of the city of Albuquerque,
the WHEELS Museum, and the University of New Mexico School of Architecture
and Planning, a ULI Advisory Services
panel was convened to evaluate redevelopment
opportunities for Albuquerque’s historic rail
yards. Founded in 1912, and in use through the
1960s before closing its doors in the early 1990s,
the rail yards, a once-thriving steam locomotive
repair operation, were at one time the city’s
leading employer.

A
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In 2007, the city of Albuquerque and the WHEELS
Museum formed a partnership to purchase the rail
yards from Old Locomotive Shops LLC. The acquisition was made possible, in part, by grants
from the New Mexico state legislature and Governor Bill Richardson. The Albuquerque City Council appropriated more than 50 percent of the total
cost to purchase the property, and the city became
the new owner of the old Santa Fe Railway rail
yards on November 28, 2007.
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The city, the WHEELS Museum, and the University of New Mexico School of Architecture
and Planning invited the panel to “evaluate and
consider the site and its historic structures in the
context of the city and its neighborhoods, and include the WHEELS Museum in addition to economically viable commercial and/or housing options for redevelopment of the rail yards.”

Background
The rail yards officially lie within the Barelas
neighborhood, one of Albuquerque’s oldest, and
adjacent to the South Broadway neighborhood.
Settled as a farming community and later shaped
by the establishment of the railroad in the 1880s,
by the early 1900s, Barelas had flourished. Many
of its residents were employed by the Atchison,
Topeka and Santa Fe Railway.
Albuquerque, New Mexico, February 24–29, 2008
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In the mid-1920s, South Fourth Street in Barelas
was designated part of Route 66 and the Pan
American Highway (U.S. 85), which helped establish a thriving commercial corridor active from the
1930s through the 1950s. The decline of the railroad industry and the construction of Interstate
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In the background of this
aerial view of Albuquerque, the Rio Grande
flows along the city’s
northwestern edge.

Downtown Albuquerque’s
central business district.

Right and right below:
The historic Barelas
neighborhood, flanking
the northern edge of the
rail yards site, has deep
ties to the property and
is poised to benefit
economically from its
revitalization.

25 negatively affected the community, as did the
urban renewal program of the 1970s, which led to
industrial development replacing much of the
housing stock in south Barelas. However, the historic Barelas neighborhood has added new amenities in recent decades, including the National Hispanic Cultural Center and the Albuquerque
Hispano Chamber of Commerce, which have bolstered its history and community character.
Along the eastern edge of the rail yards is the
South Broadway neighborhood. Much of the community’s growth took place between 1885 and
1925, following its founding by Antonio Sandoval,
a wealthy landowner responsible for constructing
the Barelas ditch, which drained and irrigated the
surrounding area. As in Barelas, many of South
Broadway’s residents made their living through
agricultural pursuits before transitioning to jobs
at the rail yards and the local iron foundry.
South Broadway urbanized rapidly during this period, only to suffer similar economic and population decline concurrent to that of the railroad industry. Presently, efforts of organizations like the
United South Broadway Corporation have provided affordable housing for residents of the community. Coupled with local businesses, many automotive-repair related, those efforts contribute to
the neighborhood’s identity.
The redevelopment of the rail yards provides
opportunity for Barelas, South Broadway, and
downtown Albuquerque to enrich their respective
individual identities while rallying around a new
collective identity to whose development each is
crucial. Over time, residents of these communities
have expressed both excitement and reservations
regarding redevelopment plans for the rail yards
and, given the personal ties many have to the history of the rail yards, for good reason. Nevertheless, successful redevelopment truly has the
potential to be a force of unification for the communities, the city, and the state of New Mexico—
also known as the Land of Enchantment.

Study Area
Located just south of downtown Albuquerque, the
27.3-acre rail yards property is situated between
Barelas and South Broadway—to the west along
8
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2nd Street in Barelas and to the east along Commercial Avenue in South Broadway. The north end
of the property bottlenecks and shares its edge
with a 7.2-acre parcel owned by the BNSF Railway. Over the south edge of the rail yards, BNSF
is still operationally active. Erected in the decade
from 1914 to 1924 and coinciding with what is considered one of the greatest periods of industrial
design and advancement in building technology,
the 14 buildings currently on the property are
each original. The majority of these historic structures occupy the northern half of the site, while
the southern half contains an operable turntable
used to rotate train engines for entry to or exit
from the site.

The Panel’s Assignment
The sponsors provided the ULI Advisory Services panel the following four nonnegotiable parameters for considering the redevelopment of the
rail yards site:
• The major buildings and smaller significant historic buildings on the site must be rehabilitated, with the exception of the wooden building,
which should be relocated, and the north shower
building, which is too dilapidated to save.
• The WHEELS Museum will locate its operations into one or more of the historic buildings.

The 27-acre rail yards
with downtown Albuquerque in the background: promoting
pedestrian connections
between the two is a primary goal proposed by
the panel.

• Rehabilitation or adaptive use of historic buildings
• What ideas can be applied to a high-quality rehabilitation and adaptive use of the main buildings in addition to the WHEELS Museum?
• What sustainable design elements are appropriate for the buildings?
• General uses
• What mixture and types of public and private
uses should be sought on the 27.3 acres?
• Fourth Street in Barelas is a local business
district that serves the neighborhood. What
kind of retail or other development will complement and be compatible with, rather than
create competition for, small businesses that
are serving the Barelas and South Broadway
communities?

• Redevelopment must have a mixed-income
housing component, including at least 30 units
of workforce housing. (Workforce housing is
defined by Albuquerque ordinance as follows:
“Dwelling units serving residents and their families whose annualized income is at or below 80%
of the Area Median Income for Albuquerque …
as adjusted for household size and determined
by the U.S. Department of Housing and Urban
Development, and whose monthly housing payment does not exceed 30% of the imputed income limit applicable to such unit or 35% under
special conditions to be defined in the Workforce Housing Plan.”)

• Housing

• The redevelopment must benefit and not harm
the adjacent neighborhoods.

• Transportation, transit, and connectivity

Using these premises, the panel was asked to
focus on addressing the following questions:
Albuquerque, New Mexico, February 24–29, 2008

• If the seven-acre site directly to the north of the
27-acre study site is also acquired, what would
be the best use or mix of uses for that land?

• What types, density, price points, and design
of mixed-income housing are feasible now and
in the future?
• What tax benefits and other housing subsidies are available and advantageous in creating mixed-income housing at this site?

• What additional transit links to the site are
possible?
9

• Implementation
• What is the best way to ensure that highquality job opportunities are available for residents of the Barelas and South Broadway
neighborhoods?
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Machine Shop

Street S

Pacific A
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W

Transfer Table

Storehouse
Turntable

• What phases of development are recommended, and in what order should they be
implemented?
• What role should city, regional, state, and federal governments play, including minimization of permanent subsidies, in redeveloping
this site?
• What financing mechanisms, sources, and
schemes are recommended, and what tax
benefits are achievable and advantageous in
the public and private sectors at this site?
• What is the best way to deal with the various
easements—utilities, railroad, and the like—
that constrain the site?

Summary of Recommendations
Garfield Avenue SW

Configuration of existing
primary buildings on the
rail yards site.

• How can the effect of automobile traffic on
Barelas be minimized?
• What are the best methods for ingress and
egress to the property by both the public and
local residents (street reconfiguration and
pedestrian overpass connections)?
• Does a set of design ideas or concepts exist
that would maximize the links between the
redeveloping downtown areas and the rail
yards?
• What steps can be taken to avoid redevelopment pressures, such as displacement of existing residents, property tax increases, and
loss of cultural identity?
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Following an intense week of interviews, site
tours, and discussion, the panel recognized significant opportunity for the city of Albuquerque to
steer a redevelopment of its historic rail yards.
The recommendations set forth were formulated
to create a large-scale, mixed-use redevelopment
program appropriate within the context of the
city, the neighborhoods surrounding the study
area, and the existing business climate. Summarized below, these recommendations are described
in more detail later in this report.
Market Potential
Opportunities exist for various uses—specialized
manufacturers, performing arts facilities, a public
market, film studio operations, departments or
specialized training programs of the University of
New Mexico, a charter school—on portions of the
rail yards property; however, an anchor use, in addition to the WHEELS Museum, will have to be
found and is not likely to emerge from the current
market. The site’s master developer, working in
partnership with the city and the state—and
being mindful of the needs of the surrounding
An Advisory Services Panel Report

communities—will need to seek out this anchor
user, whether conventional retail, commercial, or
industrial.

Figure 1
Existing Buildings on Albuquerque Rail Yard Site

Planning and Design
Because no single use is likely to absorb the full
development capacity of the site, a sustainabilityoriented phased development program is appropriate. It should be dedicated to enhancing the
property’s environmental quality; preserving and
celebrating the iconic, historic character of the existing buildings; establishing permanent, attractive workforce housing; and integrating the rail
yards with the surrounding neighborhoods. The
report describes each phase in detail and provides
architectural and landscape renderings.

Facility

Development Strategies
The city should select a sound master developer
for the redevelopment of the rail yards. The planning process for the property must follow, and not
precede, the selection of the developer. The property must be rendered as appealing as possible by
eliminating existing hurdles to successful development before exposing the property to the marketplace. Several predevelopment considerations,
namely, addressing easements held by BNSF
Railway, ensuring environmental remediation of
the site, and creating a special zoning district for
the rail yards with use categories and incentives
specific to the site, should each be settled.

Year Built
1921

165,000

12

Boiler Shop

1923

58,1003

1

Pre-1919

36,000

0

Blacksmith Shop

1917

24,867

1

Storehouse

1915

18,900

1

Tank Shop

1925

18,564

1

Pre-1919

13,950

1

Turntable

1915

11,309

0

Flue Shop

1920

8,878

1

Firehouse

1920

3,936

2

Washroom

1919

3,640

1

Locker Room

1919

2,964

1

Assembly Hall

1922

2,800

1

Babbit Shop

1924

2,250

1

Pre-1931

1,512

1

Sheet-Iron Shed

Motor-Car Garage
3.8 acres.

2

With mezzanine.

3

1

Stories

Machine Shop

Transfer Table

1

Square Feet

1.3 acres.

Source: Chris Wilson, “History of the Rail Yard Site,” University of New Mexico.

Implementation
Predevelopment implementation strategies include appropriate marketing of the rail yards,
emphasizing the importance of job creation and
economic development as a result of the redevelopment, and appointing an advisory board to oversee the development process. At the project level,
the panel advises ensuring connections are made
from the rail yards site to downtown Albuquerque
and surrounding neighborhoods, as well as performing site-specific activities, including environmental remediation, demolition of nonessential
buildings, and selection of a nonprofit entity to
oversee the construction of the 30 units of workforce housing.

Albuquerque, New Mexico, February 24–29, 2008
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Market Potential

lanning for the redevelopment of a major
site begins with determining what market
support exists for alternative uses. Developers seek land uses that can sustain them
over the long run and ideally attract significant
private investment to pay for the site improvements. Market analysis provides guidance about
the demand for certain types of uses by looking at
comparable developments in the local market to
understand how much space is needed and what
people are willing to pay for that space.

P

To assess the market potentials of the Albuquerque
rail yards, the panel reviewed the full range of
traditional uses, but this site does not lend itself
to traditional solutions. The unique nature of the
site, its historic buildings, and its location will demand a special set of uses. Given the size of the
site, long-term sustainability will demand multiple
uses that feed on and support each other, allowing
the project to change over time as market support
ebbs and flows for different types of uses. Around
the country, strong developments and communities that attract and retain users, tenants, and residents over several years benefit from the synergies of combining commercial, residential, arts,
and other uses in a high-quality environment that
encourages pedestrian activity and interaction.

Economic Overview
To set the overall context, the Albuquerque area
is a medium-sized metropolitan area with a population of roughly 835,000 residents. The area has
enjoyed steady growth in recent years, and the
Mid-Region Council of Governments projects the
region’s population will reach 1 million in the next
13 to 15 years. That represents an annual growth
rate of 1.34 percent. Within the region, the city of
Albuquerque represents 60 percent of the regional
population and is growing slightly faster than the
region as a whole (1.37 percent annually).
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Historically, the economy has been driven by governmental activities—Kirtland Air Force Base,
Sandia National Laboratories, and the University
of New Mexico. More recently, the technology industry has become a major economic generator,
including Intel Corporation, optics, biosciences,
renewable energy, and digital media/film. Metropolitan area employment has grown from 357,400
jobs in 2000 to 397,500 jobs in 2007. Government
provides 20 percent of all area jobs, followed by
16.1 percent in professional and business services,
and 12.2 percent in educational and health services.
Unemployment is relatively low, averaging 4.0 percent in 2006.
Turning to individual land uses, the panel considered office, industrial, hotel, residential, and retail
uses, examining the current market conditions,
the demand for space, the competition that development on the rail yards would face, and the future prospects and what they mean for the rail
yards.

Office Market
For many developments, office is a major use and
economic generator that funds the site improvements and attracts daytime activity. Albuquerque’s
office market is relatively limited with 12.8 million
square feet, compared with 96 million square feet
in Denver and 61 million square feet in Phoenix.
The market is relatively slow, with vacancies of
10.8 percent in the region as compared with an
ideal of 5 to 10 percent.
Grubb & Ellis reports average office rents of $22
per square foot for Class A space and only $14.32
for Class B space. These rates compare with
average Class A rents of $26 in Denver and $30
in Phoenix. As a result of these low rents, construction is limited to build-to-suit buildings for
owner-occupants. Last year saw construction of
only 303,000 square feet of new office space across
An Advisory Services Panel Report

the region. Demand totaled less than 280,000
square feet in 2007 as measured in terms of net
absorption.

Figure 2
Albuquerque Metropolitan Employment by Sector, 2006

Geographically, the North I-25 submarket represents 23 percent of the region’s inventory (2.9 million square feet); Downtown is close behind with
2.6 million square feet, or 20 percent of the regional inventory. Uptown represents another 1.8
million square feet, or 14 percent of the regional
total.

Industry

Into the foreseeable future, rents do not support
new construction of speculative, multitenant space
rather than single-tenant build-to-suit space. To
justify private investment in a new building, the
developer would need to receive rents in excess
of $30 per square foot—substantially higher than
prevailing rents of $22 per square foot for Class
A space.
The rail yards site does not offer a prime office location. It lacks the easy transportation access and
the concentration of other office users that attract
tenants. This finding means that the site has no
market potential for office space except a small
amount ancillary to another use.

Employment

Information

Percentage

9,400

2.4

Transportation, Utilities

10,500

2.7

Other Services

12,200

3.1

Wholesale Trade

13,300

3.4

Financial Activities

19,300

4.9

Manufacturing

24,000

6.1

Mining/Construction

31,200

8.0

Leisure and Hospitality

38,400

9.8

Retail Trade

43,800

11.2

Education and Health Services

47,900

12.2

Professional and Business Services

63,200

16.1

Government

78,600

20.1

391,800

100.0

Total
Source: U.S. Census, 2006.

Industrial Market
Albuquerque’s industrial market represents almost three times as much space as the office market with a total inventory of 35 million square feet.
Industrial space encompasses a variety of products.
In the Albuquerque market, almost one-half of the
space is general industrial space for manufacturers,
contractors, and industrial services. Warehouse/
distribution represents 40 percent of the space,
and the rest of the space is research and development (R&D)/flex space (single-story buildings that
can be configured for a mix of office and warehouse/
showroom space). At the end of 2007, the region
had 2.1 million square feet of vacant space, 5.9 percent of the total.
Demand for industrial space averaged 1.1 million
square feet in 2007, distributed 52 percent in general industrial space, 25 percent in warehouse/
distribution, and 23 percent in R&D/flex space.
New construction added less than 150,000 square
feet in 2007.
Albuquerque, New Mexico, February 24–29, 2008

Almost one-half of the space is located in the North
I-25 submarket. The South Valley, Airport, and
Mesa del Sol market includes 3.75 million square
foot, 11 percent of the region’s inventory. Mesa
del Sol is a major new industrial development with
recent development for digital media and film studios, solar array manufacturers, and an announced
electric car assembly plant.
The rail yards suffer from difficult road access for
trucks because of the distance from I-25 and the
need to travel through a residential area to reach
the site. This access deficiency will inhibit demand
from conventional industrial users, particularly
warehouse/distribution uses that depend on efficient truck movements. Those users will continue
to favor low-cost sites with superior accessibility.
The rail yards site is also less competitive because
of its distance from other industrial users and the
operational efficiencies provided by location within a cluster of industries.
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Figure 3
Residential Units Authorized by Building Permits,
City of Albuquerque
Year

Single
Family

Duplex

2006

3,420

–

27

730

4,177

2005

4,764

–

41

273

5,078

2004

5,119

–

54

324

5,497

2003

5,084

298

97

702

6,181

2002

4,217

–

91

1,121

5,429

2001

3,671

–

24

646

4,341

2000

3,412

–

40

70

3,522

–

–

–

–

4,889

Average

Multifamily
3–4 Units 5+ Units

Total

Source: U.S. Census, 2006.

The specialized facilities at the rail yards may
have appeal and use for specific manufacturers
who can benefit from a southwest location with
good rail access. The building heights, overhead
cranes, and load-bearing floors of rail yards facilities may offer opportunities for such industries as
prefabricated housing. They have already proven
to be attractive to film studios that can make good
use of the high ceilings and clear spans.

Currently, the rail yards cannot compete for a
hotel. The site does not have the access and visibility typically required by hotels, and it is too
far from downtown and the convention center.
However, a dynamic mixed-use development on the
rail yards may create an environment sufficiently
active and attractive to support an extended-stay
hotel in a later phase, either on the site itself or on
the 7.2-acre site to the north, closer to downtown.

Housing Market

Albuquerque has more than 16,700 hotel rooms:
2,746 in downtown and Old Town. Albuquerque
attracts 5 million overnight visitors annually, including tourists from around the country who come
to enjoy the Albuquerque/Santa Fe/Taos region.
About 71 percent are leisure visitors, with the remaining 29 percent split between business visitors
and those attending conventions, meetings, or
training. The city’s convention business has lagged
over the last decade or two as other cities have invested in their convention facilities, hotels, attractions, and downtown amenities.

With Albuquerque’s rapid growth, the region has
seen construction of an average of almost 4,900
new housing units annually from 2000 through
2006. Much of that development has moved outward from the city and is now focused to the northeast and west, well away from the rail yards. The
region’s development pattern is relatively low
density with single-family units accounting for 87
percent of all new residential construction since
2000. Although the trend has been toward the
city’s urban fringe and beyond, the renovation of
the old Albuquerque High School in East Downtown to residential units, as well as several other
residential infill projects downtown, shows promise
for future housing market viability proximate to
the rail yards.

Overall, the region’s hotels achieved a 62 percent
occupancy rate with an average room rate of $70.96
per night in 2007. Typically, a healthy hotel market
will have an overall occupancy rate in excess of
70 percent.

For-Sale Housing
In the residential for-sale market, 5,410 singlefamily units were sold in the Greater Albuquerque
Area in 2007. They had a median price of $197,000
and an average price of $242,000 in the first half of

Hotel Market
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Downtown’s hotel market has been constrained by
the limited inventory of hotel rooms and limited
support infrastructure. Associations, trade shows,
and meeting planners seek locations that will attract attendance and typically want to see enough
hotel rooms close to the convention center and
each other to house their delegates in one place.
They also want to see walkable access to good
restaurants, entertainment, services, and attractions. Compared with other convention destinations, downtown Albuquerque has trouble competing. With the renovation of La Posada Hotel,
extension of the Rail Runner to Santa Fe, and
other investments in downtown attractions, the
demand for additional hotel space will grow.
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2007. Townhouses and condominiums accounted
for another 582 units with a median price of
$149,500 and an average price of $161,000. Those
figures mean that not much more than 300 units
sold for less than $150,000 in the entire region.
Median prices have increased 34 percent since
2003, but trouble in the mortgage financing industry has led to a slowdown in development. Permits
issued in September 2007 were about half the
number issued in 2006.
Rental Housing
In the regional rental-housing market, the Apartment Association of New Mexico surveyed almost
7,500 apartment units in the city. Just under 5 percent of the units were vacant, which indicates a
market in healthy balance between supply and demand. The age of rental apartments in the city averaged 24.2 years, reflecting the limited construction of new rental apartments in recent years.
In the summer of 2007, rents for a one-bedroom
apartment averaged $575 per month without utilities; a two-bedroom, two-bathroom apartment averaged $761 per month without utilities. These
rents compare with the roughly $1,500 monthly
rent that would be required to justify private new
construction on fairly inexpensive land.
Workforce Housing
Workforce housing is in high demand. The median
income for all households in the city in 2006 was
$43,021. To afford a two-bedroom, one-bathroom
apartment at $585 per month, a household would
need an annual income of at least $25,000. More
than 57,000 Albuquerque households have incomes
below that level. Of Albuquerque households, 37
percent had documented housing problems in
2000, according to the U.S. Census. That means
they were spending more than 30 percent of their
income for housing or they were living in overcrowded housing or in units with physical defects.
Among renters, the problems are even more widespread. More than 18,700 renter households spent
a higher share of their income for housing than the
U.S. Department of Housing and Development
(HUD) judges to be affordable. In 2006, only 331
affordable rental-housing units were built.
Albuquerque, New Mexico, February 24–29, 2008

Downtown/Barelas/South Broadway
Developments
The Downtown 2010 Sector Development Plan
emphasizes development of downtown and neardowntown housing to provide greater vitality during nonwork hours and to support downtown
restaurants, retail, and amenities. Almost all of
the new downtown housing has occurred north of
Coal Avenue. A major new development has been
announced for the old Greyhound site opposite the
Alvarado Transportation Center. It will bring 120
workforce housing units, live/work units, and 72
market-rate townhouses to the area. Prices of new
townhouses range from $240,000 to $495,000, or
$220 to $240 per square foot. This rate compares
with development costs of $190 to $200 per square
foot. Rental housing is only affordable with outside financial support from low-income housing
tax credits or other federal or city incentives.

New infill housing project
recently constructed in
the Barelas neighborhood.

Housing in the Barelas and South Broadway
neighborhoods is only about one-half owner occupied; the remainder is rented. The neighborhoods
have seen a few new small infill developments to
date. Some new households are being attracted to
buy in the neighborhoods by the availability of
good-quality historic houses at relatively affordable prices close to downtown. Some reports indicate significant buying activity in the area as spec15

ulators buy properties, anticipating that housing
demand and prices will increase in future years.
For the rail yards, these market conditions mean
that new housing development should include
workforce units with permanent affordability protections. Although mixed-income housing will be
important for the community’s development, the
private market will be unable to build mixedincome developments without continued financial
support from the public sector.
Market-rate housing of any size will need to wait a
few years until stronger connections to the downtown can be created and current projects begin to
create a new image and market acceptance for the
area. Attracting a major user for the rail yards
could accelerate residential development by bringing new jobs and activity to the area. Ideally, new
residential development would be focused on the
7.2-acre site to the north of the rail yards and on
infill lots in both the Barelas and South Broadway
neighborhoods.
In the short term, opportunities exist to develop
some workforce housing on the site, which would
have particular appeal for artists and young people. Industrial loft space is very appropriate for
artists who need large work spaces that can accommodate large pieces of art and quasi-industrial
fabrication techniques (for example, welding or
kiln firing).
In the longer term, the demand for market-rate
housing in the area is likely to focus on younger
single people and childless couples who value
proximity to work or transit and do not depend on
local schools. New developments will need to emphasize the quality of public spaces and provide a
variety of units to appeal to different segments of
the market, including townhouses, duplexes, loft
apartments, and conventional three- to four-story
apartment buildings.

Retail Market
The potential for retail as a major part of the rail
yards redevelopment is critical for two reasons.
First, it is the presence that people often first see
and most easily recognize on a site; thus it will
play a major role in defining the project’s identity.
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Second, retail can help cross-subsidize other desired, but less profitable, uses in the project’s
overall mix.
For this reason, it is important that retail potential for the site is analyzed in depth so specific
recommendations can be made. The following
analysis addresses relevant factors and constraints
of the site, assesses potential competition, references key demographic data, and introduces market possibilities.
Site Factors and Constraints
Despite the rail yards’ prominent location in
downtown Albuquerque, the following factors
both support and limit the property’s potential for
redevelopment.
Visibility and Access. The rail yards site is visible
from I-25 because of the sheer size of its buildings,
namely the machine shop. This factor alone positions the property’s redevelopment as high profile
and will generate attention, giving the chosen
project a chance to establish itself while effective
retail anchors will provide longer-term exposure
to the target market.
The streets abutting and leading to the rail yards
are primarily residential in character and therefore lightly trafficked. Both 2nd and 3rd streets
accommodate 3,600 cars per day; 4th Street, 7,000.
Conversely, the nearby Avenida Cesar Chavez is
a major arterial road connecting Yale Boulevard
to the southwest side, offering access to and from
I-25 and providing one of the few crossings of the
Rio Grande in the Albuquerque region. It accommodates 39,000 cars per day.
In terms of regional access to the site, motorists
coming from I-25 would rely on 3rd Street (via
Lead Street) or 4th Street (via Avenida Cesar
Chavez). Switching 3rd Street from one way to
two ways would mean that those using Avenida
Cesar Chavez would take 3rd Street rather than
4th. In either case, development on the site would
generate additional automobile traffic on local
roads.
An alternative is to build an off-ramp from
Avenida Cesar Chavez westbound into the railroad-owned property to the immediate south of
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the site. Access from I-25 would then be more direct. Current estimates place the cost of such infrastructure at $2 million to $4 million.
With regard to pedestrian access, residents of
Barelas can use perpendicular side streets like
Pacific Avenue or Santa Fe Avenue to access the
rail yards. No crossing to or from the South Broadway neighborhood exists between Coal Avenue
and Avenida Cesar Chavez, however, and little
prospect exists of one at grade (street level).
Historic Buildings. Two of the existing buildings on
the site—the 165,000-square-foot Machine Shop
and the 58,100-square-foot Boiler Shop—offer the
large, high-ceilinged, open spaces that can be easily adapted for big- and medium-box retail, although these sorts of tenants tend to prefer to
stack merchandise and shelving along walls, which
in this case could block natural light from entering
lower portions of the buildings. Other structures,
such as the 24,867-square-foot Blacksmith Shop,
the 18,900-square-foot Storehouse, and the 18,654square-foot Tank Shop, do not have the proper dimensions for such users, but could be appropriate
for smaller retailers or even vendor-filled markets.
Stand-alone buildings, such as the 3,936-squarefoot Firehouse, have been considered for sit-down
restaurants. They would be just large enough for
such purposes, but buildings smaller than 3,000
square feet would have to content themselves with
fast casual food or specialty food/drink operators.
Site Planning. Retail use will present certain practical challenges to site designers, with parking
being the most formidable. In addition, particular
retail categories might have a locational bias. Grocery stores and other convenience-oriented uses,
for example, would want to be placed on the edge
of the development, with in-front parking, to facilitate easy in-and-out access for residents from surrounding communities.
At the same time, on-site retail will benefit from
the traffic generated by other uses. For example,
the WHEELS Museum would function synergistically with food and drink operators, while the residential housing component would direct customers
to convenience-oriented businesses. Care should
be taken, however, not to overestimate the level of
Albuquerque, New Mexico, February 24–29, 2008

such on-site demand: the sales generated by up to
30 workforce housing units, for example, represent just a drop in the bucket in comparison to
what merchants would need to be viable.
Adjacent Neighborhoods. The retail mix on the rail
yards site would need to complement the businesses that exist (or could materialize) on the
nearby commercial corridors of 4th Street and
South Broadway. Currently, not much impact
would occur, given the limited offerings on each of
those two streets, but successful redevelopment
would almost certainly generate new customers
for what does exist. This possibility is especially
pertinent for the 4th Street corridor and its existing retailers, because many are a short two-block
distance from the property and located near several key access points to the rail yards.
Retail possibilities complementary to what currently exists downtown, however, are another
story. The region views the rail yards site as part
of downtown, but in certain categories, some retail
categories would compete directly with existing
downtown businesses or with ones that would otherwise consider locating there in the future. Sitdown restaurants are a prime example.
Competition
An analysis of competitive retailing is essential to
the task of determining how the property’s retail
potential may fit within the larger marketplace
and what niches it might try to occupy or capture.
Moreover, retail will have to contend not only with
existing competitors in the community but also
with ones that will materialize after redevelopment is underway. The panel has made redevelopment recommendations for both consumers and
tenants on site.
Regional Shopping Destinations. At present, the
Albuquerque region consists of four shopping
areas with the ability to draw from across the region. Two are conventional enclosed malls, one is a
lifestyle center, and the fourth is a traditional
business district.
The Coronado Center is in the city’s Uptown district, on Louisiana Avenue north of I-40. Opened
in 1964, it is now owned by General Growth Properties, the nation’s second-largest mall developer.
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Right and below: Retail
mix in Nob Hill, Albuquerque’s vibrant, walkable shopping district.

center. Its 220,000-square-foot retail space, in the
form of an open-air, faux-downtown setting, consists primarily of upmarket national comparison
goods (for example, clothing, shoes, and furniture)
and sit-down restaurant brands, most of which are
new to the state. Future phases will include residential and hotel uses as well as additional retail.
Nob Hill, on Central Avenue, roughly between
Girard Boulevard and Carlisle Boulevard, is Albuquerque’s most vibrant and successful walkable
shopping precinct, with a stylish mix of boutiques
and restaurants, including a smattering of smaller
national and regional “chain-lets” (for example,
Buffalo Exchange, Il Vicino, El Paso Imports, Flying Star/Satellite Coffee). Although driven largely
by its proximity to the University of New Mexico,
this area has become the region’s consensus “cool”
business district.

At 1,150,000 square feet, Coronado Center is New
Mexico’s largest mall. With Sears, JCPenney,
Mervyn’s, Macy’s, and Barnes & Noble as anchors,
it can be characterized as a middle-market center,
and with sales of roughly $350 per square foot as
of 2003, as an average performer.
The Cottonwood Mall is in the West Mesa area,
at the intersection of Coors Boulevard and Coors
Boulevard Bypass. Opened in 1996, it is owned
by Simon Property Group, the nation’s largest
mall developer. At 1,041,000 square feet, it is New
Mexico’s second-largest mall. Sears, JC Penney,
Mervyn’s, Macy’s, Dillard’s, and United Artists
anchor the complex, making it another middlemarket center, with sales in the $300s per square foot
as of 2003. It, too, qualifies an average performer.
The newest addition is ABQ Uptown, in the Uptown district on Louisiana Avenue north of I-40.
Developed by Hunt Development Group and
opened in 2006, it is New Mexico’s first lifestyle
18

With a clutch of bars and clubs as well as a movie
multiplex, Downtown is a regional nightlife destination for the 20-something set, but it has yet to
establish itself as a serious dining or shopping alternative. It has a surprisingly small number of
sit-down restaurants and a limited collection of
high-end boutiques (on Gold Avenue) that are reportedly struggling. Furthermore, its focus on an
“events center” with a decidedly mass-market orientation is unlikely to change its current underlying dynamic.
Finally, East Downtown, while not yet a regional
force in terms of location, is fast emerging as Albuquerque’s newest “hip” district, largely a result
of Rob Dickson’s energy and creativity. Indeed,
East Downtown is developing the restaurant cluster that Downtown has been unable to realize, and
with its effective branding and superior visibility,
it will be increasingly competitive for retailers as
well. Also, with an inventory of available groundfloor space, it will be able to take advantage of a
spillover from Nob Hill in regard to attracting
new business.
Regional Shopping Destinations: The Future. The
12,500-acre Mesa del Sol project, being developed
by Forest City Covington to the south of the Albuquerque International Sunport, will likely create a fifth major shopping destination for the Albuquerque region. The project includes plans to
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develop in 2010 an “urban center” (that is, a bigbox/faux-downtown hybrid) at the project’s primary gateway, a new I-25 interchange, less than
five miles from the site.
Community Draws. The rail yards site has the potential to look to other community-level draws as
anchors for retail development. Examples include
discount department stores (general merchandise)
and full-service supermarkets or supercenters (general merchandise plus full-service supermarket).
Target’s current locations in the Albuquerque
region suggest the possibility of an additional
store in the South Valley. However, a SuperTarget is planned as part of a large-scale development at the intersection of I-40 and Unser
Boulevard, roughly 4.5 miles from the property.
Meanwhile, two Wal-Mart Supercenter stores already exist approximately 3.6 miles away, on
Coors Boulevard Northwest and on San Mateo
Boulevard Southeast.
The surrounding neighborhoods include a number
of smaller or second-tier grocery operators. The
closest full-service chain is Albertsons, with branches
at Central Avenue and Coors Boulevard, and at
Isleta Boulevard and Rio Bravo Boulevard, both
less than four miles away. Smith’s operates a smaller,
30,000-square-foot location at Yale Boulevard and
Coal Avenue, less than three miles away.
In regard to ethnic specialty markets, Pro’s Ranch
Market, a small regional chain with locations in
California’s Central Valley, Arizona, and Texas, is
opening its first Albuquerque store. It is a 60,000square-foot category killer in a former Wal-Mart
space at Central Avenue and Atrisco Drive, just
across the Rio Grande from downtown Albuquerque. El Mezquite, a smaller local chain, operates a
9,000-square-foot grocery at Isleta Boulevard and
Rio Bravo Boulevard, also across the river.
Basic Demographics. At least 35,000 people live
within a five-minute drive of the rail yards. Income levels are low, with a median of roughly
$29,000—and even lower in subareas like Barelas.
About 65 percent is characterized as Hispanic,
with that population rising. Almost 16 percent of
the households do not own cars, and this percentAlbuquerque, New Mexico, February 24–29, 2008

age is likely higher in the neighborhoods closest
to the site.
Within a ten-minute drive of the property are
roughly 186,000 people. The median income of this
larger radius is higher, approximately $38,000.
Retail Potential
The rail yards site is unlikely to be the location for
Albuquerque’s next regional shopping destination.
Presently, the city’s southwest quadrant is the
most undersupplied, and the demographics suggest the possibility of midmarket draws. But the
big-box centers to the west of the Rio Grande and
the highway-accessible retail development planned
for Mesa del Sol will absorb a considerable amount
of consumer demand and tenant interest in the
South Valley going forward. Furthermore, the redevelopment of this site cannot accommodate the
retail square footage or the accompanying parking
that would be needed to create such a regionalscale retail destination.
Community Draws. Given the low income levels
in nearby neighborhoods and the SuperTarget
planned at I-40 and Unser Boulevard, a Target
store is probably unrealistic at this juncture. WalMart is more likely to be interested, although with
either of these operators, the parking requirement
—ranging from 500 to 1,000 spaces, depending on
the size of the store—would prove prohibitive.
Given the absence of a top-tier, ethnic-oriented
brand (for example, Pro’s Ranch Market or El
Mezquite) east of the Rio Grande, and the niches
left unoccupied by the conventional (Albertson’s,
Smith’s) and low-cost (Wal-Mart) operators, the
site could probably support a specialty grocer. In
this case, it should be a crossover hit similar to
Talin Market World Food Fare, merchandised to
cater directly to this particular market’s heavy
concentration of ethnic households as well as its
growing number of white loft-dwellers: for example, a cross between an El Mezquite and a Sunflower Farmers Market.
Such a store would need one parking space per 150
to 200 square feet and a location on the edge of the
development with storefront parking. Furthermore, better pedestrian access to surrounding
neighborhoods would need to be secured. Never19

theless, a specialty grocer would indeed help anchor other retail uses, such as a growers or public
market, and promote nonretail uses, such as housing, not to mention respond to the oft-stated wishes
of local residents.
Smaller, convenience-oriented businesses, such as
a coin-operated laundry, have also been proposed
as a needed amenity accompanying redevelopment. Unlike a grocery store, however, such businesses could be accommodated on 4th Street or as
part of a larger, targeted local economic development effort focused on promoting commercial activity nodes on Avenida Cesar Chavez and Pacific
Street. There, they would be more convenient to
the residents of Barelas, would not have to compete so fiercely for access or parking, and would
not require space that might be more attractive to
a wider range of potential retailers interested in
the rail yards redevelopment.
Public Market. A growers market or public market
that includes a more substantial crafts component
would help generate activity as part of the redevelopment program and promote an emerging
brand of the project at large. Examples from
across the country should be analyzed and consulted, not only the well-known ones, such as
Philadelphia’s Reading Terminal Market, but also
lower-profile, more ethnic-specific successes, such
as Grand Central Market in Downtown Los Angeles and Mercado Central on Minneapolis’s Lake
Street corridor.
A growers or public market would not be a moneymaking use in this case and would require considerable subsidy. Some sort of anchor store, however, would help increase general traffic and sales.
At Plaza Fiesta, an ethnic-themed mall in suburban Atlanta, the central flea market, with its
nearly 300 vendor booths, is provided a stream
of possible customers by the presence of a Burlington Coat Factory and Marshalls. At the rail
yards, such a large-footprint retailer would require too much parking, but a smaller-format
specialty grocer, as previously mentioned, would
have a similar effect.
Food and Drink. Food and drink concepts—sit-down
and “fast-casual” eateries (for example, Panera
Bread, which offers higher-quality ingredients),
20

cafés, and so on—can take advantage of on-site
traffic generators like growers markets, university departments or programs, and film studios.
Also, restaurants are an appropriate “pioneer”
use in untested areas, because diners are often
willing to travel significant distances and suffer
great inconveniences for destinations with distinctiveness, reputations, or “buzz.” Local examples
in this case include the Barelas Coffee House and
the Red Ball Café.

Market Conclusions
Traditional uses will not provide sufficient economic support for a feasible development. Successful redevelopment will need a major user or
group of users that can do any or all of the following: take advantage of the historic buildings with
limited changes, bring their own funding, and
draw regional support.
The following uses offer potential for portions of
the site:
• specialized manufacturers;
• artist studios;
• a growers market;
• film studios;
• departments or specialized training programs
from the University of New Mexico or Central
New Mexico Community College focused on
media arts or film-related programs;
• a charter school specializing in the media arts;
and
• possible increases in mixed-income and marketrate housing.
After a major user anchors the site, joining the
WHEELS Museum, additional users will follow to
take advantage of the new environment created,
the pedestrian activity, or connections to the anchor use. The mix of uses can expand, and the
project will be able to achieve the synergies of a
mixed-use development.
That anchor user is not likely to emerge from analyzing the current market. The uses cannot be
An Advisory Services Panel Report

prescribed or the site planned in advance. The anchor user will need to be sought out and recruited
to the site by the master developer, working in
partnership with the city, the state, and other entities. The city will need to attract the developer
and the major user and then plan the redevelopment together with the community.

Albuquerque, New Mexico, February 24–29, 2008
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Planning and Design

ecause the redevelopment of the rail yards
is expected to provide the city of Albuquerque and its surrounding neighborhoods
with “a unique physical asset,” the development scenarios in this section represent a mix of
uses potentially feasible for the property.

B

The assessment of market potential indicates that
to achieve its objectives for redevelopment of the
rail yards, the city needs to take several steps to
ensure that the economic sustainability of the site
can support the anticipated anchor and supporting
uses. In addition to economic sustainability, numerous opportunities to embrace sustainability
that fosters resource conservation, energy efficiency, and sustainable landscaping are pertinent
to the redevelopment vision for the site. Toward
the goal of achieving LEED (Leadership in Energy and Environmental Design) certification for
the redevelopment project, the panel has carefully
considered numerous principles of sustainable development. Mindful of this goal, the panel proposes including sustainable design principles for
their community benefits.
In this section, the panel’s report begins with site
plan review and master planning, then discusses
sustainable design, and finally introduces the development scenario itself. The panel hopes that
the developer ultimately selected for the redevelopment of the property will pursue these planning
and design recommendations to the greatest extent possible.

Site Plan Review and Master-Planning
Guidelines
Site planning gives strong professional leadership
and technical expertise for all predesign, master
planning, design, and construction activities. The
city of Albuquerque should provide leadership
during the planning phase and can be the bridge
and coordinator between different stakeholders
22

and agencies involved in the rail yards redevelopment. Stakeholders typically include the developer, city public works departments, and the design review committee. A comprehensive planning
approach involves providing support and guidance
to the developer regarding all preconstruction issues, as well as coordinating specialty consultants
—environmental, architectural, urban design—
that might take part.
The greatest benefits of a master-planning approach to project development in an existing historical site derive from sound decisions made during the project’s planning phase. At this point,
sufficient flexibility still exists to identify major
planning objectives, such as community linkages
and open space (discussed later). Facilities for
joint use by services (businesses) and the public
can be planned without the constraints of other
project demands, such as cost and time limitations, and built into the project.
In addition, the project should be committed to
creating high-quality environments—places that
provide well-planned, high-performing, healthy
environments that foster tenant satisfaction and
well-being, as well as centering the community.
Master planning for adaptive use of the rail yards
should create strategies for development of the
physical environment, recommend planning and
implementation guidelines, and established design
characteristics. The planning process should
achieve the following goals:
• Plan for the following specific uses: WHEELS
Museum, public market support shops, restaurant at the Firehouse and other locations.
• Use outdoor gathering spaces as shared spaces
for community integration, and place smaller
outdoor spaces within each level of project use.
An Advisory Services Panel Report

Left and below: In addition to any new construction that may take place
on the rail yards, the
panel believes the existing
historic buildings are
ideal candidates for rehabilitation using the highest standards of sustainable design. The Boiler
Shop is shown at left and
the Machine Shop below.
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ARCHITECTURAL RENDERINGS BY GKK WORKS

What is and what could
be: Architectural renderings of adaptive use
design styles potentially
appropriate for the large
interior spaces of the
Machine Shop and other
existing buildings on the
rail yards property.
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• Provide for general use facilities, including a library, media center, fitness center, and dance
centers.
• Ensure that each level of land use occupies identifiable, contiguous vertical or horizontal space.
Planning for the physical environment should address strategies for the use of public spaces among
users of the rail yards and adjacent neighborhoods. Specifically, planning should
• Establish a unifying “identity.”
• Identify flexible/general-purpose spaces.
• Plan shared spaces to accommodate community
joint uses.
• Use outdoor gathering spaces as shared spaces
for community integration, and place smaller
outdoor spaces within each level of project use.
During the planning process, design characteristics should be established to guide future development in the rail yards. The design characteristics should:
• Shape the identity and focus of the design with
a shared and compelling vision for each land use
level.
• Integrate open space with adjacent communities.
• Organize spaces for teaming and collaboration
within each level of land use.
• Use flexible design for flexible and convertible
programs.
These elements will work to guarantee that buildings are “flexible and convertible” and that other
spaces are able to support a range of market potentials, including those proposed here and others
yet to be identified.

Sustainable Design
The panel advocates the objective to build out the
property as a sustainable community of multiple
uses that supports energy conservation, minimizes
long-term maintenance of buildings and grounds,
and uses water resources conscientiously.
Albuquerque, New Mexico, February 24–29, 2008

Landscape Approach: High-Performance Green
Spaces
Any adaptive use project can be sustainable and
include high-performance facilities that are restorable or designed, built, and operated in an ecological and resource-efficient manner. The panel recommends the following as a goal of potential
redevelopment:
• Integrate the open spaces on the property with
existing structures to create a residential live/
work community.
• Develop adjacent community parks, strategically
placed, that promote joint use of open spaces
and buildings to serve the larger community.
• Include tree planting of native species that shade
structures and minimize the use of air conditioning, encouraging the use of operable windows to
let fresh air circulate through buildings.
• Choose permeable xeriscaping as a stormwater
management strategy to capture rainwater,
which can then be reused as graywater in the
operations of some buildings.
These strategies ultimately will allow the rail yards
buildings and their surrounding landscapes to function in harmony as both independent and collaboratively sustainable environments.
Architectural Approach: Sustainable Building
Design Goals
Because many of the rail yards buildings are intact and retain their stately character, their
context, history, and service to the community
should be considered in the context of overall redevelopment of the property. With sustainable
building design goals in mind, the panel recommends considering the following issues for retrofitting existing buildings, where applicable, and
new construction:
• Explore contemporary architectural solutions
to enhance existing buildings.
• Maximize daylighting in buildings, and consider
orienting views toward open spaces to connect
interiors and exteriors.
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• Choose building materials that have low emissions of volatile organic compounds, are regional
in origin, are renewable, and are recycled.
• Consider building orientation and photovoltaic
systems as a renewable energy source, given
the abundance of sunlight in New Mexico.
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• Improve building energy performance by
using high-performance heating, ventilation,
and air-conditioning systems; energy-efficient
lighting systems and fixtures; and Energy Star–
approved appliances.

Avenue S
W
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• Consider locally generated or cogeneration
power systems if new infrastructure is required
on site.
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• Consider other on-site alternative or renewable
energy sources (wind, biomass, geothermal).
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• Install low-flow plumbing fixtures for water
conservation.
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• Reduce the heat-island effect by installing highalbedo roofing or skylights.

Garfield Avenue SW

Community Links
Given the rail yards’ location between two communities, a primary goal of the redevelopment
vision is to embrace the history and cultures of
the Barelas and South Broadway neighborhoods
and to ensure adequate public amenities are included for their residents. The dedication of workforce housing and community open space can help
achieve this goal.

Pedestrian Greenway

Turntable Plaza Linkage

Barelas Linkage

South Broadway Linkage

Proposed community links to and from the rail yards. The linear greenway along
1st and 2nd streets would strengthen the city’s urban fabric by promoting greater
pedestrian activity between downtown and the rail yards.

First, however, a review of the importance of design conformity to complement and link the adjacent neighborhoods is relevant. In traditional
neighborhoods, design conformity works to ensure
that each planning element evolves in unison and
ultimately provides a sense of place to the project.
The approach to the development of such a design
vision begins with a full understanding of existing
land use plans and community expectations to ensure conformity of the following elements:
• Pedestrian scale;
• Visual corridors;
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• Open space/village greens/natural features;
• Residential corridor links;
• Urban edges;
• Opportunities for recreation and education;
• Appropriate barriers;
• Specified planting;
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• Appropriate scale and proportion;
• Adequate pedestrian/bicycle linear corridors;
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To preserve and restore elements of the property’s historic character, rehabilitation of the
Transfer Table to a plaza and of the Turntable to
community parkland can serve as interpretive,
archeological open space with graphic depictions
of the historical significance of the site. This use
will remind community members of their connection to the site and serve to introduce visitors to
the rich history of the rail yards.
The introduction of a community park, a “green”
amenity including a pavilion for activities such as
weddings, Cinco de Mayo festivities, and cookouts,
as well as the potential inclusion of a soccer field,
can provide the entire community with muchneeded open space for active and passive recreation. This proposal for interpretive space that
both preserves elements of the site as archeological remnants and offers “meeting space” is included in the Landscape Program section of the
following Development Scenario.
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For the rail yards, a workforce housing component
may use characteristics and elements of neighborhood housing styles together with design elements
derived from space and function, as well as influences of neighboring architecture, traditional to
New Mexico.

W

• Sensitive use of color and materials.

Phase III
Remediation/
Upgrade

Garfield Avenue SW

Proposed Phase II and III development program.

Development Scenario
Thorough examination of relevant planning
processes has informed and shaped the panel’s development program for the rail yards. Proceeding
Albuquerque, New Mexico, February 24–29, 2008
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with site development, however, will require taking some preliminary steps to prepare the property, including the abatement of soil contaminants
presently on the site.
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Predevelopment Phase
The predevelopment phase will prepare the rail
yards for future development by addressing environmental challenges and creating infrastructure.
Specific actions include the following:
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• Environmental remediation of the site, as necessary, including removal of contaminated soil;

4
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• Demolition of structures determined to be
nonessential;
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• Creation of surface-level parking at the north
end of the project site (entry/exit adjacent to
the Firehouse) to accommodate approximately
240 automobiles;

W

Pacific A
venue SW

3

• Infrastructure improvements to accommodate
new development, including sewer trunk lines,
stormwater management systems, and electrical upgrades;

1
2

1

1

Garfield Avenue SW

• Community links via Cromwell Street, Pacific
Street, and Garfield Avenue improvements; and
• Development of a linear greenway park to
eventually connect the project site to downtown Albuquerque.

1. Workforce Housing
2. Turntable Interpretive Park

3. Community Center
4. WHEELS Museum

Summary of phased development program.

5. Zocalo
6. Transfer Table Interpretive Plaza

Phase I Development Program
Phase I will begin the process of rehabilitating
historic buildings on the site and creating new
uses, including the following:
• Architectural upgrades of the Storehouse,
Blacksmith Shop, Tank Shop, and Flue Shop, including remediation of potential lead and asbestos present in the buildings;
• Constructing at least 30 loft units of workforce
residential housing in the Storehouse and adjacent new construction (totaling a minimum of
37,800 square feet), using historic tax credits as
a funding source;
• Housing the WHEELS Museum and gift shop
in the Blacksmith Shop;
• Locating a public market in the Tank Shop; and
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• Putting a 4,000-square-foot family restaurant in
the Firehouse.
Phase II Development Program
Phase II will continue the development process by
adding new residential and retail uses. Specific actions include the following:
• Architectural upgrades of the Boiler Shop for
potential Phase II or new uses, including remediation of potential lead and asbestos present in
the building;
• Possible introduction of a medium-sized grocery
facility to the Tank Shop; and
• Alternative uses, including include retail space
dedicated to live/work artisan studios (for example, jewelry, pottery, textiles).
Phase III Development Program
This phase of the development program features
architectural upgrades of the Machine Shop, including remediation of potential lead and asbestos
present in the building, for future development
yet to be determined. It offers possibilities for
sound stage production, light manufacturing, or
vertical loft convertible space combining office and
apartments.
Landscape Program
The panel proposes an extensive landscape program designed to connect the rail yards to adjacent neighborhoods and create dynamic public
spaces within the rail yards:
• Linear greenway (connection to downtown);
• Community links at Cromwell Avenue and Pacific Street;

4’ Hedge

Landscape rendering of
proposed design for
pedestrian greenway and
community links connecting the rail yards to downtown Albuquerque and
surrounding communities.

8’

8’
16’

5’
40’

19’

Potential Parking Needs
The panel notes that parking assumptions made in
this report may not reflect actual parking demand
for the proposed uses. The site is both parking and
circulation constrained, and traffic studies should
be completed during the predevelopment phase to
validate actual parking needs or the feasibility for
alternative modes of transport most relevant for
serving the project selected.
As indicated in the description of the predevelopment phase, the panel estimates that initial parking needs for the proposed development—totaling
approximately 240 spaces—can be built as part of
site remediation and infrastructure development.
A second parking development will be necessary
in conjunction with Phase II development. A second level could be constructed on top of the existing surface parking area to accommodate 200 additional automobiles (projected for Phase II
demand).
Parking at the south end of the Machine Shop
building can accommodate the approximately 120
spaces projected for Phase III (the Machine Shop
building).

• Turntable interpretive park;
• Transfer Table interpretive plaza; and
• Zocalo (central town square or plaza).

Albuquerque, New Mexico, February 24–29, 2008
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Development Strategies

ollowing the extensive analysis of market
potential and the planning and design vision,
the panel believes a specialized set of strategies will be necessary to put the city of Albuquerque on a bold and exciting path toward building on existing historical and cultural character to
achieve a unique identity and thriving future for
the rail yards.

F

Goal for the Study Area
The city’s goal for the study area must be to ultimately reach a development agreement with a
highly qualified and financially sound master developer who will be in a position to repay all of the
city’s investment, bring jobs to the property, and
include substantial components of permanently affordable housing and neighborhood-serving retail
in the mix of uses on the rail yards site.

Strategic Approach
To achieve the stated goal, the city must have the
planning process follow, not precede, the selection
of a master developer. The city should solicit a request for proposal (RFP) to initiate this process.
Ideally, developers who respond to an RFP will
control users (for example, light manufacturing,
R&D, public marketplace, artist cooperative) who
will form the basis of an economic engine for the
redevelopment project. Maximum flexibility must
be maintained in the process to allow these engines to surface. After a developer is selected, the
city can complete the planning process in collaboration with the selected developer and negotiate
the public benefit features to be included in the
scope of the overall plan.

Predevelopment Steps
To maximize the number and quality of applicants,
the rail yards property must be rendered as appealing as possible by eliminating existing hurdles
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to successful development before exposing the
property to the marketplace. To this end, before
initiating the development process, the city should
consider taking the following predevelopment
steps that the panel believes are imperative.
Legal Considerations
The deed from the BNSF Railway to a predecessor owner reserves two very broad easements for
the railroad that could have a material and adverse effect on development of the site. The first
easement reserves extensive rights over a broad
area to access the Turntable and reserves the
right to use, replace, and reconstruct the Turntable and the surrounding area and tracks. The
easement is so extensive it is the functional
equivalent of retained ownership.
The second easement seems to reserve the right
to repair and replace tracks, utilities, and the like
anywhere on the site where necessary for the operation of the railroad. This easement is extremely
broad and not well drafted. Its interpretation, including its time limit, if any, is not free from doubt.
Both of these easements should be eliminated or
at least clarified and limited.
The same deed passes all responsibilities for environmental cleanup to subsequent owners and contains an extremely broad indemnity in favor of the
railroad. These provisions may very well be enforceable, but an aggressive negotiating position
with the railroad should test the public policy
limitations of such provisions. The environmental
remediation of the property is critical. If appropriate, the cause of these conditions should participate in the solution.
Currently, a practical and realistic short-term
management agreement is in place for the property. Subsequent agreements with the selected
developer, any tenants (including the WHEELS
Museum), and all residents (tenants or purchasers)
should be drafted with the highest standards of
An Advisory Services Panel Report

Before redevelopment,
the city must address
easements held by BNSF
Railway, which, if not
eliminated or at least clarified, could adversely
affect successful revitalization of the rail yards.

care and include clear statements of operational
and financial obligations to protect the city’s investment and avoid subsequent, unintended subsidies of noncity operations.
Planning and Zoning Considerations
The city’s ownership of the property presents
unique planning possibilities. Because the city
is now in complete control of all design and development issues, it should, as noted in the “Planning and Design” section, use this period of ownership to pursue an intense and creative masterplanning process. The planning for the site should
be dynamic and evolutionary. During this period,
the city can control the issues usually subject
to zoning through deed restrictions, land disposition agreements, and short- or long-term lease
arrangements.
Nevertheless, planning and zoning are different
functions. With the input of a qualified land use
consultant who has extensive national experience,
planning should lead to the creation of a special
zoning district for the rail yards with use categories and incentives specific to the site. The zoning district should contain provisions regarding
an application process that requires appropriate
documentation and studies of traffic, parking,
environmental impacts, noise, design guidelines,
landscaping, methods for determining public benefits, standards for seeking relief, incentives, and
the like.
Albuquerque, New Mexico, February 24–29, 2008

The establishment of this zoning district gives
the city the opportunity to address use issues,
such as the incorporation of affordable and workforce housing, density bonuses, parking bonuses
and flexibility, and LEED-related building standards. The zoning district should also be drafted
with the adjoining Barelas and South Broadway
neighborhood sector plans in mind but should be
entirely separate. The current SU-2 special neighborhood zone is not sufficiently comprehensive.
The zoning district should specify the process
for negotiating and implementing a development
agreement that will vest the rights of any developer working with the site. This type of development agreement relates to the entitlement
process and should be distinguished from the Alvarado or Paradigm Development agreements.
The panel believes that the city should also adopt
a flexible and creative regulatory approach to dividing the property into separate lots or ownerships. The site parcel is large yet tight. It is likely
too large for one owner to own and develop, or
more important, for funding by one source of financing. A nontraditional approach to creating
separate ownership will be required. Most likely,
comprehensive cross-easement agreements, operating agreements, shared parking, and utility
agreements similar to those for a large shopping
mall will be required.
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Implementation

he redevelopment of the historic rail yards is
a project that has been highly anticipated because of its size, history, and location within
the downtown area of Albuquerque. The effect of the redevelopment on the adjoining neighborhoods of Barelas and South Broadway has also
been greatly anticipated. These neighborhoods
grew in response to activity on the rail yards and
now are challenged to redefine their future while
not losing their intrinsic character.

T

If Albuquerque’s rail yards
are to flourish again and
serve both business and
community needs, the
implementation of predevelopment planning
strategies as well as onsite development activities is crucial.

Guided by the themes of the assignment posed by
the sponsors, the panel has carefully considered
the following implementation strategies. They are
relevant to both predevelopment planning and onsite development activities and begin by identifying “big-picture” strategies—marketing, job creation and economic development, oversight of the
development process, and the role of the WHEELS
Museum as it relates to implementation of the rail
yards redevelopment vision—that can be initiated
before redevelopment on the rail yards property.
The panel then addresses two categories of tasks
appropriate at the project level: connections to

downtown and surrounding neighborhoods, and
site-specific activities.

Marketing
The implementation of this redevelopment project
will require a very broad view of all the components that can create a great plan. The rail yards
property needs to be properly marketed and
needs to be made attractive for redevelopment.
The marketing program should include the identification of target industries and target markets
that the site can serve.
New Mexico has been very successful in attracting and retaining business through aggressive
business incentives. The Albuquerque metropolitan area and the state of New Mexico provide the
following incentives to reduce the overall cost of
doing business:
• Double-weighted sales option;
• Technology-jobs tax credit;
• Manufacturing investment tax credit;
• Gross receipts tax exemptions (Industrial Revenue Bonds);
• Property tax abatements (Industrial Revenue
Bonds);
• High-wage-jobs tax credit;
• Job-training incentive program;
• Interstate WATS tax exemption;
• Out-of-state tuition waiver and lottery scholarships; and
• New Mexico film incentives.
The city should also evaluate the potential of developing a Foreign Trade Zone (FTZ) on the site
or using the site as an extension of an existing FTZ
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as a means of extending the marketability of the
property and maximizing the use of the active rail.
The purpose of the FTZ is to attract and promote
U.S. participation in international commerce and
trade. Merchandise in an FTZ is considered to be
outside U.S. Customs territory and is subject to
duty only when it leaves the FTZ for consumption
in the U.S. market. Exported FTZ merchandise is
not subject to duty liability.
The Albuquerque FTZ is just in the process of
being activated. In fact, the Barelas Sector Plan
identifies the establishment of an FTZ as a recommended program enhancement for the community.

Job Creation and Economic
Development
The Enterprise Zone Act was enacted to stimulate the creation of new jobs and to revitalize distressed areas in qualified communities and counties throughout New Mexico. With a strong public/
private partnership and a focused strategic plan,
such areas can be redeveloped to enhance the
business and job opportunities for local businesspeople and residents. The program offers special
incentives to businesses in the zone or who locate
in the zone. The urban New Mexico zone is in
the southwest quadrant of Albuquerque. This
program should be reviewed to identify any incentives that could benefit job training and job
creation, particularly for the communities of Barelas and South Broadway that are adjacent to the
rail yards.

Program Implementation and Oversight
The implementation of the panel’s recommended
plan must be guided by qualified professionals
with experience in development and management
of complex projects. These professionals include a
highly qualified asset manager to perform the predevelopment work, including contracting for the
demolition of buildings that will not be incorporated in the final plan and removal of hazardous
materials. The firm should have national standing
to write, disseminate, and manage the RFP
process recommended to identify the developer
for the project. Furthermore, the services of an
MAI appraiser with extensive experience in appraising industrial buildings should be engaged to
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determine the market rent for the WHEELS Museum and any other buildings that will be leased
to private entities.
The city has the opportunity to establish an implementation and oversight process that is transparent and inclusive of all the stakeholders who will
be affected by the redevelopment of Albuquerque’s
rail yards. In addition to engaging professionals
who are dedicated to the redevelopment process
(city government representatives, community
representatives, the University of New Mexico,
local developers), the city should establish an advisory board. The responsibilities of such an advisory board should include the following:
• Hiring and supervising the asset manager;
• Hiring and supervising the appraiser;
• Supervising the property manager;
• Hiring the writer of the RFP;
• Selecting finalists for the RFP;
• Selecting the master developer; and
• Negotiating the development agreement.
The panel suggests the following membership for
the advisory board:
• An elected representative from the Barelas
neighborhood;
• An elected representative from the South
Broadway neighborhood;
• A professor of architecture from the University
of New Mexico whose additional duty would be
to protect the architectural integrity of the existing buildings and assist in the negotiations
for landmark designation;
• A professor from the University of New Mexico
Business School whose duty would be to vet the
financial strength of the developer applicants
and the viability of the financial plans presented
by the finalists;
• A representative from the mayor’s office;
• A representative from the governor’s office;
• A representative from the state legislature;
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The rail yards parcel is
occupied by a complex of
large industrial buildings,
formerly used by the
BNSF Railway for locomotive repair operations.

the rail yards property would not exist. Their
commitment to the history of the railroad and its
significant effect on the development of Albuquerque has brought the redevelopment of the rail
yards to this level of discussion and evaluation.
The panel, therefore, recommends that the
WHEELS Museum is deserving of an honored position in this development process. Given the significant amount of public monies that have been
invested and that will be required to bring this
project to fruition, however, the museum needs to
demonstrate its viability and make an economic
contribution to the success of the project ultimately undertaken.
The panel proposes the following terms for the
WHEELS Museum’s involvement in redevelopment procedures:
• A representative from the City Council; and
• A highly respected local developer whose duty
would be to assess the feasibility of proposed
uses and the project as a whole.
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• The WHEELS Museum should be granted occupancy of the Blacksmith Shop on a leased
basis as part of Phase I of the development
program.

Role of the WHEELS Museum in
Moving Forward

• The lease should be for a term of five years with
recurring five-year options. No payment will be
due in the first year.

But for the persistence, energy, and dedication of
the sponsors of the WHEELS Museum, the current motivation to discuss the redevelopment of

• Beginning in the second year, the museum
should pay market rent for the space. The rent
will be determined by the MAI appraiser.
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• During the first year, the museum must obtain
possession of at least two vintage locomotives
and establish a $60 million endowment for the
purpose of covering operating and rent expenses without depending on public subsidy.
• The WHEELS Museum may have a right of
first offer, with 30 working days’ notice, on adjacent space, provided the museum is current in
its obligations.
Museum planning and development is a specific
niche activity within the broader world of institutional development. Museums serve a particular
educational and cultural function within a community. In addition, museum operations are a critical
component to ensure viable programming based
on a strategic collection plan and supported by adequate staffing, an appropriate budget, and a generous endowment sufficient to allow a museum institution to serve its mission.
Albuquerque currently is home to several museums, some located on the University of New Mexico campus. The Albuquerque Museum of Art and
History, for example, had an attendance of 113,799
in fiscal year 2007. Given the metropolitan population base in combination with 5 million annual visitors, the city seems to be particularly well served
by this market. As a result, the proximity of the
rail yards to downtown Albuquerque is a significant asset and can provide a link for those 5 million visitors to visit a new destination. The
WHEELS Museum needs to determine a reasonable “capture rate” for these visitors, as well as
for local, regional, and statewide residents.
Hard at work since 1999, the WHEELS Museum
has been laying the foundation for a transportation museum in the city. The museum sees as its
mandate providing an appropriate venue to preserve artifacts and educate New Mexico natives
and the broader community about the importance
of transportation, particularly railroads, to the formation and growth of the state. The objectives of
the WHEELS Museum are to collect pertinent artifacts, assemble and preserve a collection pertaining to transportation, display and make the collection available to the public, interpret the meaning
behind the objects through both temporary and
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permanent exhibitions and educational programming, and provide excursion rail trips.
The WHEELS Museum board has done considerable planning and consensus building relative to
carrying out its mission at the rail yards and now
must turn its attention to taking advantage of the
consensus and goodwill engendered by its efforts
thus far to work with local stakeholders to put in
place a viable plan that can birth a new museum at
this seemingly natural location. Next steps should
include the following:
• Developing a realistic startup budget;
• Coming to agreement on the appropriate space
to begin operations within the rail yards, including negotiation of a formal lease;
• Inventorying the railroad companies and other
parties for artifacts suitable for exhibition
(whether temporary or permanent);
• Raising a collection budget of $50 million;
• Raising an endowment of $10 million;
• Developing a staffing plan with minimal reliance
on city funding;
• Developing realistic attendance targets for the
short and long term;
• Cultivating a relationship with the Smithsonian
Institution;
• Developing a five-year program of work; and
• Engaging a third-party museum specialist
who can measure progress of the WHEELS
Museum.
The panel thinks the best location for the WHEELS
Museum in its startup phase is in the rail yard’s
Blacksmith Shop, on the eastern portion of the
property. The panel has recommended that the
entire 27.3-acre site be developed in phases.
Similarly, the WHEELS Museum should develop
a phased approach for its own potential growth
and development on the rail yards property, based
on specific and measurable achievements. Such
achievements should be based in demand, economic, and programmatic-oriented measures.
Accepted methods exist for measuring success
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The presence of the
WHEELS Museum as part
of the redevelopment plan
for the rail yards would
serve to both educate the
public and celebrate the
city’s cultural history tied
to the railroad industry.

among nonprofit institutions, including museums.
The WHEELS Museum’s potential expansion beyond the Blacksmith Shop should be predicated
upon such success measures.
In addition, the museum’s planning and development activities should be integrated with the overall planning vision for the property. The rail yards
site, as envisioned by the panel, will be mixed use,
made up of workforce housing, open spaces and
exhibit spaces, a public market, restaurants, light
industrial (such as a film studio) uses, retail uses,
and parking.
Historically, the rail yards have been an employment center within the city of Albuquerque as well
as for the Barelas and South Broadway neighborhoods. This connection has been severed, and the
rail yards have now been dormant for several
years. A viable redevelopment plan for the property can renew this economic connection. Such a
renewed economic connection can serve to revitalize these challenged neighborhoods and can at the
same time build upon the cultural identities that
are intrinsic to these communities.
To ensure such a revival of the rail yards, this
process should be framed within the following
themes:
• Reconnect the rail yards with Albuquerque’s
central business district and humanize this corridor of connection through business promotion.
• Invest in districts that surround the rail yards.
• Establish a new focus and identity for the future of the rail yards.
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The WHEELS Museum is a critical component in
establishing a new focus and a new identity for the
rail yards redevelopment and that of its surrounding neighborhoods by building upon the neighborhood’s traditional identities. The Barelas neighborhood is rich in history and proud traditions. It is a
cradle of Hispanic migration to the Albuquerque
area in search of employment with the railroad.
Thus a long-term link exists between the Barelas
community and the rail yards. This link is both
economic and social in nature. Because so many
members of the city’s Hispanic population claim
roots in the Barelas neighborhood, they have
strong connections to family, friends, and the place
itself. This factor provides strength for the area
and gives the community a competitive advantage
in capturing its share of the economic growth that
will result from successful redevelopment.
Finally, the city’s Great Streets initiative can be
an important element in upgrading transportation
infrastructure leading to the rail yards. In combination, these assets will ideally overcome liabilities such as real and perceived crime and safety
concerns. Another potential liability exists in the
city government’s strained financial resources,
which make the range of physical, social, and economic problems relevant to redevelopment of the
rail yards and surrounding neighborhoods difficult
to deal with.
A viable redevelopment plan for the rail yards
that includes a measured role for the WHEELS
Museum can elevate the area to a point where the
assets override the liabilities—thus potentially returning Barelas and South Broadway to their former roles as key cultural identities inextricably
linked with Albuquerque’s rich history as a major
hub of the railroad industry.

Connection to Downtown and
Surrounding Neighborhoods
During the interview process, the panel heard
suggestions from various stakeholders regarding
the need to “connect” the property to downtown.
Residents of the surrounding neighborhoods were
especially vocal about their desire to see the rail
yards reconnected in a manner that will not negatively affect their communities. At the project
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level, the following tasks can improve connection
and access to the rail yards:
• Acquire the 7.2-acre parcel to the north of the
rail yards, and evaluate the purchase of property to the south for enhanced accessibility and
future expansion.
• Build a bicycle/pedestrian trail from the expanded site to Albuquerque’s central business
district with appropriate landscape treatment
and amenities.
• Create an access point to the site from Avenida
Cesar Chavez.
• Implement sector plans that address capital and
infrastructure needs.

• Construct 30 units of permanent workforce
housing in the existing Storehouse building (and
expansion thereof).
• Remediate hazardous materials on site, taking
advantage of the state’s Voluntary Remediation
Program. Specific remediation actions should
include removing wood-block flooring in shop
buildings, establishing a groundwater monitoring program, thoroughly testing the site for
additional environmental contamination, encapsulating lead paint, and remediating leadcontaminated soil and volatile organic compound–
contaminated soil. The panel recommends leaving remediation of asbestos-containing window
glazing for cleanup by the master developer.

Implementation Sequence
Site-Specific Activities
In addition to the zoning overlay described in the
“Development Strategies” section, other sitespecific tasks must be executed to implement the
planning design and redevelopment vision for the
rail yards, including the following:
• Develop a business marketing plan for the site
that addresses the strategic positioning of the
property and identifies development incentives
that will attract the private sector to the site.
Development incentives may include the designation of the site as an Enterprise Zone or the
establishment of a Foreign Trade Zone.

The procedures described here outline the panel’s
proposed steps for successful redevelopment of
the rail yards. Prior to redevelopment, all organizational requirements should be put in place, regulatory standards should be established, and traditional predevelopment activities, such as
clarifying title issues and remediation activities,
should be attended to. Subsequent activities, following the selection of the proper developer,
should be implemented concomitantly during the
phased-development scenario defined in the
“Planning and Design” section of this report.

• Negotiate with a utility company to provide services, including burying the gas line on the west
side of the rail yards, and to construct a new
electrical substation.
• Retain the services of a nonprofit corporation
for the development of the workforce housing.
• Seek reimbursement from the railroad for hazardous materials remediation.
• Demolish nonessential buildings.
• Reach agreement with the WHEELS Museum
regarding its occupancy of the Blacksmith Shop
and possible expansion options.

Albuquerque, New Mexico, February 24–29, 2008

37

Conclusion

he city of Albuquerque is respectful of both
the historic significance and the future potential the rail yards possess. Their history
and future are, in fact, inseparable, and this
understanding helped the panel craft recommendations it believes will facilitate the city’s ability
to guide the redevelopment process and ultimately brand a new identity for the property that
benefits not only the city but also its communities
and their residents, the greater Albuquerque region, and the entire Land of Enchantment.

T

For this grand vision to reach fruition, however,
both practical and creative steps will need to be
taken to ensure success. A redevelopment effort
of this magnitude will take time, patience, and of
course, sound management, and the city should
pursue each step with precision and diligence. To
initiate this exciting course of action, the panel
reemphasizes the following steps, which it deems
imperative prior to redevelopment of the rail
yards:
• Address the two easements held by the BNSF
Railway so they can be eliminated, or at least
clarified and limited, before development.
• Identify responsibility for environmental remediation of the rail yards to render the property
as appealing as possible to potential master developers before exposing it to the marketplace.
• Establish an advisory board responsible for hiring and supervising an asset manager, an MAI
appraiser, and a property manager, who will be
the author of the RFP to be solicited and the
eventual selection of a master developer.
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• Upon selection of a master developer, and to initiate the planning process, create a zoning overlay district for the rail yards with use categories
and incentives specific to the site.
Following these steps, the city will be positioned
to maximize the potential outcomes of a largescale, mixed-use development scenario that includes each of its desired elements—dedicated
workforce housing, adaptive use of historic buildings, improved connectivity to the surrounding
communities of Barelas and South Broadway as
well as to Albuquerque’s central business district,
use of sustainable design principles, and the future
home of the WHEELS Museum—initially outlined in this report. With progress, Albuquerque’s
urban fabric will significantly strengthen as infill
development of this nature helps knit its distinct
neighborhoods into a more seamless, prosperous,
livable urban tapestry.
To this end, the panel challenges the city, as the
purveyor of civic leadership, to implement a vision
for the rail yards that is beyond everything that
has been discussed in the past. Such an ambitious
achievement can instill a new sense of pride
among neighboring communities, as residents
whose histories are deeply tied to the rail yards
again are connected to and unified by a shared
past and prospects of a future legacy. When complete, successful redevelopment of the rail yards is
sure to be heralded as iconic as both the buildings
and history that define them.
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